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Warehouse Corp. 


ary Street 


XLIV. No. 6 


A telephone call, telegram 
or letter to the nearest 
H&D unit will start the 
world’s greatest packaging 
organization working for 
you at once. 


0 ae Main 2978M 
Beltinvore._ Wolfe 7376 
Boston in .-Stadium 6500 
Brecon es A Barnum 3955 
Buffalo....._____ -Seneca 3156 
---Superior 1332 

--Avon 8405 


University 6319 
me Ly 


i - Mai 
“Giendale, “aa 
~-Riley 1188 


--Randolph 604 
----Culver i 


-..-Main 3. 1101 
__Evergreen 0220 
-< -Main 8710 
Lakeside 4052 
Amherst 2174 
------.-Park 5437 


Reg. U. S. Patent Office 


CHICAGO, ILL., AUGUST 10, 1929 


its just a 
STEP. oe 


from an 


HeD Plant toYours 


F makes no difference where your 
plant is situated in the great in- 
dustrial area of North America, you'll 
find Hinde & Dauch only a short dis- 
tance away. And if you have many 
plants, you'll discover that they are 
practically all near neighbors of one 
or more H & D units. 
The locations of Hinde & 
Dauch board mills, box facto- 
ries and branch offices have 
been definitely selected to bring 


H & D package engineering service 
as near your business as possible. 


Get in touch with the nearest 
H & D office whenever you have a 
shipping box problem to solve. 
You'll find that the 50 H & D pack- 
age engineers have a vast fund of 

experience in packaging prob- 

lems to place at your disposal. 
THE 

HINDE & DAUCH PAPER CO. 

303 Decatur St. Sandusky, Ohio 


"Package Engineering”’ describes the many advantages of H & D corrugated fibre shipping boxes 
and the complete service of the world’s a packaging organization. Write for a free copy. 


HINDE & DAUCH “fe SHIPPING BOXES 


25¢ Per Copy 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 












From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 











From Tampico to: 
Mexico City - - 47 kours 
Pachuca: - 47 hours 








The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 
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horse: 
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Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 


American Line.) 
F. P. De ape, on. Agent G. B. Monee, Gon, fave 
‘ P - 1515 Penn Building 2195 Ry. Exch. g. 
Through bills of lading issued by New York City St. Louis, Mo. 
mship lines to all destinations F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. _F. C. Lona, Com. Agt. 
a Nu e IR il f Mexi 441 Monadnock Bldg. 414 Whitney Bank Bldg. 301 Marquette Building 
on the Nationa allways O e€xico San Francisco, Calif. New Orleans, La. Chicago, Ill 











Kansas City its 


_ TRANSFER and STORAGE CO. 














U.S. H 
Skelly ( 
Curtis, 
salted 
Philibos 


Rome | 
case 







Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 







PROPOSE, 






Merchandise Storage SHIPPING 


Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily . | + A Nie | @ 
Prompt and Efficient Service mie SON tans 4 > SSER SS | OMMERC 
Excellent System of Stock Records be : | 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas. City Chamber of Commerce, United States 
is Chamber of Commerce. 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 
Between the Gulf of Mexico 
and Pacific Coast Ports 


Direct Service to Los Angeles Harbor and San Francisco, with Prompt, 
Dependable and Safe transshipment on through bills of lading to North 
Pacific Coast Terminal Ports without additional costs. 


NEW YORK CHICAGO ST. LOUIS 
H. E. Devoy Ray F. Thompson H. W. Hoffman 
7-11 Water Street 2118, 105 W. Adams St. 1956 Railway Exchange 


“Class A” 


Redwood Line steamers carry Class A insurance rating. 
Redwood Line gives you Class A service. 


Class A has two meanings: 


As to insurance it means the lowest rate. 
As to service it means the highest type. 


“Route Redwood Line” 


NEW ORLEANS BIRMINGHAM MOBILE 
Albert H. Start H. B. Rox Wm. Gorman 
1415 New Orleans Bank Bldg. 201 Brokers Bldg. 206 State Office Bldg. 


SAN FRANCISCO LOS ANGELES 
L. B. Fitch, Western Traffic Mgr. E. M. Cantelow 
1 Drumm Street 704 So. Spring Street 


REDWOOD LINE, Inc. 


THEODORE BRENT E. A. RATELLE Cc. D. ARNOLD 
Pres. Asst. to Pres. Asst. Traffic Mgt. 


General and Local Offices Located: 
1421 New Orleans Bank Building - - - - - - - ~- 226 Carondelet Stree 
NEW ORLEANS 
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The knowledge of Industry’s requirements and 

er to meet them through character service 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates ._ ae to 
and from all locations, direct connection and 
ge arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chica og aan Ge with one served by all 


"liana assistance and toward 
that end we place ourselves unreservedly at your 


F. J. WASSON 
General Traffic and Industrial ia 


Chicago 


| Telephone Harrison 3690 


ee ee ee ee 





| Sa 
Detar 









J. H. BROWN 

Traffic and Industrial Manager 

Dearborn Station 
Chicago 
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The Belt Railway Company of Chicago 

SHE Serena | 
SISSY a) 

EARS 


F Ns A | 
etl Tas 


[Blest of Service 

[Elvery Facility 
[L-Jocations—Large and Small 
[Thime Saver 

[Reliable 
[A]ecommodating Action 

[1 ]ndustrial Opportunities 
[LJabor—All Kinds Available 
[Wle Want You With Us 


[Allive to Your Requirements 
[Y Jesterday, Today, Tomorrew— 
' Always the Best 


[C]o-operative Policy 
[Only Forty-six Years’ Experience 
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Great Lakes<<@ > Pe: New York 


Tre Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY BARGE! 


AN D 
REDUCE YOUR TRANSPORTATION CoOstTs 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 
Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, i 


25 Broadway, New York City, N.Y. . TELEPHONE 


0495 
BUFFALO OFFICE: Chamber of Commerce Building a GREEN 
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TRANSPORTATION IN THE NORTHWEST 


utel & EMPIRE 
, | BUILDER 


Radio Equipped 
Newest and Finest of the Trans- 
continental Trains offers 





















discriminating travelers luxurious 
equipment, courteous service, 1200 
clean cinderless miles behind super- 
power oil-burning and electric loco- 
motives, 60 daylight miles along 
Glacier National Park, and a smooth, 
water-course route between Seattle, 
Tacoma, Portland, Spokane and Twin 
Cities, Chicago without changeof cars. 


Companion Train to the 


Oriental Limited 


Route Your Freight via 


GREAT NORTHERN 


Fast, dependable freight service be- 
tween St. Paul, Minneapolis, Duluth, 
Superior, Sioux City, Winnipeg, Bil- 
lings, Butte, Spokane, Portland, 
Klamath Falls, Ore., Seattle, Tacoma 
and intermediate points. 


Through Daily Merchandise Cars to Pa- 
cific Northwest and Intermediate Points. 





A. J. Dickinson M. J. Costello H. G. Dow H. H. Brown T. J. Shea 
STS Pamsenger Traffic Mgr Western Traffic Mgr. a General Traffic Mgr. Asst. t. Gen. Freight Agt 
t. Paul, Minn. Seattle, Wash. New York City St. Paul, Minn. R *.., 620, Chicago, Ill 
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Shipments 


By Routing Your Thru Traffic 


via 


PEORIA GATEWAY 


ROUTE BILL OF LADING VIA 
(P. & P. U. Ry.) AND PEORIA, ILL. 


Of the fifteen railroad lines entering 
Peoria, the Peoria and Pekin Union 
Railway Company, a terminal and 
switching line, is the connecting link 
used in the interchange of all the 
traffic between Eastern and Western 
lines and the greater portion of traffic 
between Northern and Southern lines 
passing through the Peoria gateway. 


Expedited Switching Service Between the Following Railroads 


_ Atchison, Topeka & Santa Fe Railway Co. 

Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 
Illinois Central Railroad Company 

Illinois Terminal Railroad 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western Railroad 


Postal card passing reports cheer- 
fully furnished on all carloads. 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Illinois 
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Wien thieves are Prowling 


you need Fivefold Protection’ 


IDNIGHT .. . a railroad siding 

... black clouds racing across 
the sky .. . a door slides slowly back 
... thieves are prowling! 


Your merchandise? . . . Was it in 
that car? .. . How many customers 
will receive “light”? boxes? . . . How 
many claims will you have to fight? 


Thieves do not discriminate. Rail- 
toad wrecks, rough handling, sudden 
storms can’t be controlled. You can 
be sure your goods are properly 
packed for shipment. You owe it to 
yourself to protect them from the 
time they leave your shipping room 
until they land, safely, on your cus- 
tomers’ shelves. 


Fivefold Protegtion* — Good 
Wooden Boxes—gives you the assur- 
ance that your goods will be delivered 
in perfect condition. 


Every day manufacturers find that 
Fivefold Protection * isthe safest, most 
economical way of shipping their goods. 
You, too, should investigate this logi- 
cal way of protecting yourself. 

The Wooden Box Bureau main- 
tains a competent staff of packing 
engineers and designers to assist 
manufacturers with any problem 
relating to the packing, shipping and 
protection of their merchandise. 

This service costs you nothing, 
places you under no obligation. If 
you are confronted with any problem 
of this nature, no matter how small 
or large it seems to be one of these 
experts will be glad to call on you. 
These men will tell you all about 
Fivefold Protection.* . 

Clip and mail the convenient cou- 
-pon—before you do anything else— 
it may save you money. 


WOODEN BOX BUREAU 
of the National Association of Wooden Boz Manufacturers 


and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 


*FIVEFOLD PROTECTION 
Good Wooden Boxes to safe- 


guard you against, 
Rough Handling in Transit 


- (erushed contents, 
Hidden Damage torn labels, ete.) 


Bad Weather 


1. 
2. 
3. Pilferage 
4. 
5. Disgruntled Customers 


Wooden Box Bureau 
111 West Washington Street, Dept. 5209 
Chicago, IIl. 


Gentlemen: We are interested in Five- 
fold Protection* and would like to have 
one of your engineers arrange to call. 
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Just as some men refuse to light “three on one match” because of the age-old 
falsism that it’s “bad luck’’—so are many shippers still routing their oriental 
cargoes via south Pacific ports because of the equally false notion that they 
are closer to the Orient. 


Habit, pure and simple, yet how many have drifted into it! 


As a matter of fact, the Port of Seattle, by reason of its strategic position, 
500 miles nearer to the Orient than any other American port, affords the 
exporter a rare combination of basic advantages: 


1. From one to seven days quicker deliveries to the principal markets of 
the Far East. 


2. From one to seven days less “in transit” time with proportionate savings 
in insurance and interest charges. 


3. Low handling, insurance and storage charges at the $10,000,000 publicly 
owned terminals. 


4. Four trans-continental rail lines and innumerable trans-Pacific steamship 
lines affording more frequent service than through any other port. 


5. Expeditious, economical and efficient transfer from car to ship assured by 
most complete handling equipment and facilities. 


Comparison of trans-Pacific routes will quickly convince you that you can save 
days and dollars by shipping—via Seattle! 


Up-to-the-minute equip- be handled with 


ment of the Port of V H : p 1 Vi I A equal facility and 


Seattle insures greatest dispatch. Four 


dispatch in transfer of trans-continental 
cargo from car to ship. Pp U y ft j 4 railroads and seven 
Anything from a hun- trans-Pacific steam- 


oo TCR MINALS Meee 
THE PORT OF SEATTLE 


Write for a cop opy of the Port of Seattle Yearbook—it contains much 
information and data valuable to traffic mana fers, manufacturers, 
exporters, importers and others interésted in trading with the Orient. 
It’s free for the asking. 


Traffic Dept., Bell St. Terminal, Seattle, Washington 


Seattle 























Seattle is over 500 miles 
nearer to Yokohama tha 
any other American port 
By the “established trade 
route” via Honolulu, it is 
1,500 miles nearer. The 
saving in time is propor 
tionate, depending up 
speed of the vessel. 
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Our American Merchant Marine 


offers unrivalled shipping facilities to 


all parts of the World 


HE fast freight services operated for the United 

States Shipping Board provideAmerican manu- 
facturersand producers with dependable, econom- 
ical transportation to practically all parts of the 
world. These services consist of 18 lines with a 
total of 245 vessels. Sailings are on regular sched- 
ule from Atlantic Coast and Gulf ports for the 
United Kingdom, Irish Free State, Continental 
Europe, South America, the Orient, Dutch East 
Indies, Australasia, India and Africa. 


Whether you are already engaged in foreign com- 
merce or are just starting the development of an 


*AMERICA FRANCE LINE 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 


v 


*AMERICAN BRAZIL LINE 
17 Battery Place, New York City 
Atlantic ports to 
ports in Northern Brazil 


r 


*AMERICAN DIAMOND LINES 
39 Broadway, New York City 
North Atlantic Ports to 
Holland and Belgium 


: 


DIXIE UK LINE 
New Orleans, La. 
New Orleans to United Kingdom 


LA 


DIXIE MEDITERRANEAN LINE 
New Orleans, La. 
New Orleans to Mediterranean ports 


7 


GULF BRAZIL 
RIVER PLATE LINE 
Hibernia Bank Bldg., New Orleans, La. 
Gulf ports toeast coast of South America 


td 


MISSISSIPPI VALLEY 
____ EUROPEAN LINE 
Hibernia Bank Bidg., New Orleans, La. 
New Orleans to 
French and Belgian ports 


td 


GULF WEST 
MEDITERRANEAN LINE 
917 Whitney Building, NewOrleans,La. 
and South Atlantic ports to Portu- 
Suese, Spanish, and North African 
Ports (west of Bizerta) 


v 


*AMERICAN PIONEER LINE 
11 Broadway, New York City 


N. Atl. ports to Orient, India and Australia 


ically this line conducts an around- 
World service via the Suez Canal 


“Accommodations available for a limi 
a limited 
mumber of passengers on these lines, 








In addition to the services listed, eighteen 
American Flag lines developed and formerly 
controlled by the Shipping Board but now 
under private ownership, offer the same facil- 
ities for safe, dependable transportation. 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 


WASHINGTON, D. C. 


export trade, it will pay you to look into the many 
advantages offered by these American Flag services. 
The advice and counsel of the experienced Ship- 
ping Board operators is always available to help 
solve your shipping problems and to show you the 
quickest, most economical way to handle your 
exports or your imports. 


For complete information on either freight or 
passenger services write for “Trade Routes and 
Shipping Services,” a comprehensive booklet 
issued for American manufacturers and pro- 
ducers interested in foreign commerce. 


YANKEE LINE 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


LA 


MOBILE OCEANIC LINE 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdom and continental European ports 


Ld 


AMERICAN GULF ORIENT LINE 
917 Whitney Building 
New Orleans, La. 
Qulf Ports to Orient and Dutch East Indies 


7 


AMERICAN REPUBLICS LINE 
33 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River 
Plate ports, east coast of S. America 


: 


ORIOLE LINES 
Citizens Natl. Bank Bidg., 
Baltimore, Md. 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 


i 


SOUTHERN STATES LINE 
925 Whitney Central Building, 
New Orleans, La. 

New Orleans and Texas ports to 
German and Holland ports 


: 


TEXAS MEDITERRANEAN LINE 
CottonExchange Bidg., Galveston, Tex. 
Texas ports to Mediterranean ports 


7 


TEXAS UKAY LINE 
Galveston, Texas 
Texas ports to United Kingdom ports 


: 


TEXAS STAR LINE 
New Orleans, La. 
Texas ports to French and Belgian ports 
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Southern Arizona towns closer to Everywhe,, 
...served by Southern Pacific Main Line 
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Only Southern Pacific Offers = 
es e ° . 0 
Transcontinental Main Line Trains & sie: t 
Direct to Southern Arizona ~*~ 
Off-line Agencies . AY 
@ ananra ITUATED in the heart of the great south- on te 
eau west —rich in agricultural resources, mount 
semen minerals, forests and pasture lands the state nen th 
° ward Bldg. has made immense strides in recent years. ducd 
© nosToN, th Bldg. Yet new settlers and capital are sought, that ff 
@ BUhicett Square Bldg. its resources may be fully developed. wre 
oe Arizona’s growth and development were regula 
ee given unusual stimulus with the opening to 
@ CEEP To 33 Wert Jackson transcontinental travel in March, 1927, of eee 
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Our Platform 


Keep the government out of business. This applies 
» ocean and inland waterway transportation as well as 
tp other business. ; : ; 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. — ; 

Regulation of intercoastal steamship business. 
Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
aw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
pmitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 


ers 
Trains 








" Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
south- man for every business concern doing any considerable 
— amount of shipping, and a realization by industrial traffic 

state nen that they must equip themselves to give the sort 
What service that will justify employing them. 
oe If motor vehicles, intercoastal vessels, and inland 
_— waterway carriers are not to be regulated, then remove 
ng to regulation from the rail carriers. 
7, of 
— O’FALLON CASE AND RATES 
outh- Na recent editorial in which we discussed the effect 
acific on railroad freight rates of the decision of the 
a ie. United States Supreme Court in the O’Fallon case, we 
ae remarked that those who had spoken and written on the 
cae subject had, so far as we had been able to observe, 
mber of overlooked the fact that, whatever increase in valuation 
f railroad properties might result from the decision, 
i.) the Interstate Commerce Commission still retained its 
amber of power over the level of rates, because it had the function 
dias: of fixing the percentage of return to which the railroads 
vere entitled, and it could, if it wished, exercise this 
Power to keep rates at the present level, at least until 
eral ‘nother case had been fought through the courts and 
n 





‘tmight be ordered to do otherwise. 

But there is at least one other student of this matter 
"ho has seen and called attention to this point. Pro- 
“sor L. C. Sorrell, of the University of Chicago, in an 
atticle on the Supreme Court decision in the O’Fallon 
“8, published in the Journal of Business of the Uni- 
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versity of Chicago since our editorial, but written before 
our editorial was published, says: 


It must also be remembered that the Commission has 
power, by virtue of section 15-a, to prescribe a fair rate of 
return as well as a fair valuation base. Conceivably, the Com- 
mission might, as a matter of policy, follow a conservative 
tendency in valuation and a liberal one in prescribing the rate 
of return. If forced by this decision to adopt what a majority 
of them regard as a too liberal valuation base, might they not 
feel constrained to construe a fair rate of return strictly? At 
present, that fair rate of return is five and three-quarters per 
cent. Now, five and three-quarters per cent on as assumed 
base of twenty-five billions is practically the same as five and 
one-quarter per cent on an assumed base of twenty-seven and 
a half billions. That is to say that a reduction of one-half of 
one per cent in the rate of return might offset the effect of an 
increment of two and a half billions in the valuation base. This 
possibility should not be overlooked. 


Of course, we do not mean to argue or predict that 
such action by the Commission would stand. We merely 
point out that it might be taken and that, if it were, it 
would take some time to compel a change, though we 
suppose the railroad lawyers could make a pretty good 
case against such a low rate of return on a valuation that 
met the approval of the Supreme Court. 


FOREIGN TRADE CONVENTION 

HE annual call to convention has been issued by 

the Pacific Foreign Trade Council for the seventh 
meeting, to be held in Seattle, Washington, September 
18 to 20. 

The constantly widening scope of this gathering is 
shown by the fact that interest in attending has been 
evidenced by representatives of such corporations as 
the Sieberling Rubber Company, Pittsburgh Coal Com- 
pany, the Willys-Overland Company, Emerson-Brant- 
ingham Corporation, Marathon Paper Mills of Wiscon- 
sin, American Farm Bureau Federation, United Press, 
Independent Grocers’ Alliance of America, and others of 
equal prominence. 

The program appeals to these varied interests be- 
cause there are few lines of industry not affected in some 
manner by foreign trade. The manufacturer, farmer, 
banker, merchant, railroad, and steamship men must 
needs be interested in the development of foreign trade 
as it stimulates production, industry, and transportation. 
Nothing is more instrumental in awakening a foreign 
trade consciousness than a gathering of such interests 
for cooperation. It is a laboratory for consolidating 
ideas and for charting a business course for the future. 

The various departments of the government recog- 
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size this fact and participate by sending representatives 
to appear on the program and assist in the trade advisor 
grvice, which is a special feature designed to aid the 
pysiness man in getting expert advice on problems of 
his individual business. Trade commissioners and com- 
mercial attaches stationed in foreign lands and the dis- 
trict managers of the Bureau of Foreign and Domestic 
Commerce represent the Department of Commerce. The 
Department of State sends American consuls from 
foreign posts and the Department of Agriculture ap- 
points representatives who have valuable information 
relative to production and marketing conditions and 
possibilities. The Shipping Board adds its valuable 
service for importers and exporters. 

The Pacific Foreign Trade Council is the only organ- 
ization on the Pacific Coast that gathers together an- 
nually all the varied elements of commerce on the 
common meeting ground of foreign trade. The con- 
ference becomes a means of sensing the feeling of the 
west on many national and international matters and of 
crystallizing public opinion for progress along logical 
and substantial lines. 


PRESIDENTIAL APPOINTMENTS 

ALVIN COOLIDGE, former President of the 

United States, writing in the August number of 
the American Magazine on some things connected with 
the presidential office, discusses incidentally the matter 
of appointments, and naively remarks: “The supposition 
that no one should be appointed who has had experience 
in the field he is to supervise is extremely detrimental 
to the public service. An interstate commerce com- 
missioner is much better qualified if he knows something 
about transportation.” 

We confess that, though we have heard arguments 
against the appointment of this or that man on the 
ground that he might be prejudiced on account of his 
connections before appointment, we have never heard 
them carried so far as to contend that no man should be 
appointed who has had experience in the matters to 
come under his supervision, and we should think it 
quite obvious that a member of the Interstate Commerce 
Commission would be much better qualified if he knew 
something about transportation than if he knew nothing 
about it—though many of the appointments made by 
presidents—including Mr. Coolidge—to the Commission 
would not indicate that they were particularly “sold” 
on the idea. Mr. Coolidge appointed several men to 
the Commission who, however able they may have been 
along general lines, knew nothing in particular about 
transportation and, however efficient they may have be- 
come in the discharge of their duties, got their education 
in the business while the public was paying their salaries. 

It may be well, however, to give the reader the 
benefit of all of what Mr. Coolidge had to say on this 
subject. We quote: 


wee of the most perplexing and at the same time most 
sain ant functions of the President is the making of appoint- 
Parag 4n some few cases he acts alone, but usually they are 

€ with the advice and consent of the Senate. It is the 
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practice to consult senators of his own party before making an 
appointment from their respective states. In choosing persons 
for service over the whole or any considerable portion of a 
single state, it is customary to rely almost entirely on the party 
senators from that state for recommendations. It is not pos- 
sible to find men who are perfect. Selection always has to 
be limited to human beings, whatever choice is made. It is, 
therefore, always possible to point out defects. The supposition 
that no one should be appointed who has had experience in 
the field he is to supervise is extremely detrimental to the 
public service. An interstate commerce commissioner is much 
better qualified if he knows something about transportation. 
A federal trade commissioner can render much better service 
if he has had a legal practice which extended into large business 
transactions. The assertion of those who contend that persons 
accepting a government appointment would betray their trust 
in favor of former associates can be understood only on the 
supposition that those who make it feel that their own tenure 
of public office is for the purpose of benefiting themselves and 
their friends. 

Everyone knows that, where the treasure is, there will the 
heart be also. When a man has invested his personal interest 
and reputation in the conduct of a public office, if he goes 
wrong, it will not be because of former relations, but because 
he is a bad man. The same interests that reached him would 
reach any bad man, irrespective of former life history. What 
we need in appointive positions is men of knowledge and ex- 
perience who have sufficient character to resist temptations. If 
that standard is maintained, we need not be concerned about 
their former activities. If it is not maintained, all the restric- 
tions on their past employment that can be conceived will be 
of no avail. 

The more experience I had in making appointments, the 
more I became convinced that attempts to put limitations on 
the appointing power are a mistake. It should be possible to 
choose a well-qualified person wherever he can be found. When 
restrictions are placed on residence, occupation, or profession, 
it almost always happens that someone is found who is uni- 
versally admitted to be the best qualified, but who is eliminated 
by the artificial specifications. So long as the Senate has the 
right to reject nominations, there is little danger that a presi- 
dent would abuse his authority if he were given the largest 
possible freedom in his choices. The public service would be 
improved if all vacancies were filled by simply appointing the 
best ability and character that can be found. That-is what is 
done in private business. The adoption of any other course 
handicaps the government in all its operations. * * * 

It has, therefore, become increasingly imperative that the 
President should resist any encroachment upon his constitu- 
tional powers. One of the most important of these is the power 
of appointment. The Constitution provides that he shall nom- 
inate and, by and with the advice of the Senate., appoint. A 
constant pressure is exerted by the senators to make their own 
nominations and the Congress is constantly proposing laws 
which undertake to deprive the President of the appointive 
power. Different departments and bureaus are frequently sup- 
porting measures that would make of them self-perpetuating 
bodies to which no appointments could be made that they did 
not originate. While I have always sought cooperation and 
advice, I have likewise resisted these efforts, sometimes by 
refusing to adopt recommendations and sometimes by the exer- 
cise of the veto power. One of the farm relief bills, and later a 
public health measure, had these clearly unconstitutional limita- 
tions on the power of appointment. In the defense of the 
rights and liberties of the people, it is necessary for the Presi- 
dent to resist all encroachments upon his lawful authority. 


We have every sympathy with a president con- 
fronted with the duty of making hundreds of appoint- 
ments and necessarily not knowing personally enough 
men qualified and willing to take the positions, or even 
exactly what is required. He must depend on someone 
for recommendations. Out of this necessity has grown up 
our system of patronage under which the local political 
powers—usually the senators—control appointments. 
But even under this system, it ought to be possible— 
even easy—for presidents to come a little nearer prac- 
ticing what Mr. Coolidge preaches and what everybody 
knows to be sensible and right. In minor appointments 
the President cannot, perhaps, be expected to make 
careful research. He has not the time. But in im- 
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portant positions, like those on the Interstate Commerce 
Commission, for instance, from whatever source he 
receives recommendations, he ought to require that 
persons recommended for his consideration be fitted 
for the positions they desire. It would be comparatively 
easy for him to ascertain, from outside sources, whether 
a man recommended for an important position were fit 
for it, and he ought to reject him if he is not fit. It is 
the height of business absurdity for a president to ap- 
point a man to an important position involving high 
ability and deep knowledge, simply because the senator 
from Podunk thinks his state ought to have a plum and 
that John Smith is the man he would like to see ap- 
pointed. Even within the limitations of political machi- 
nation it ought to be possible to compel the senator to 
pick for the position somebody who is qualified for it. 

The Interstate Commerce Commission never talks 
about its troubles and its deliberations are secret. There- 
fore, we cannot know—though we may imagine—the 
serious way in which its work is obstructed from time 
to time by the leaving of a valuable member and the 
incoming of an untrained and incompetent substitute, 
or the vast advantage it would be to this hard-working 
and important body if it could always have only well 
equipped men serving on it. 


ASHBURN’S ACCURACY DENIED 


Accuracy of the cost figures of Great Lakes transportation 
submitted by Major General Ashburn, chairman and executive 
of the Inland Waterways Corporation, in his speech, July 10, 
before the American Society of Civil Engineers, is challenged 
by the Great Lakes-St. Lawrence Tidewater Association. (See 
Traffic World, July 13, p. 108). General Ashburn figured the 
cost of lake transportation, including 6 per cent on capital, at 
one mill per ton-mile, lower Mississippi, 1.7 mills, and New York 
barge canal, 3 mills. 

The association, in a recent bulletin, devotes all but a 
corner of its broadsheet to showing the errors in the general’s 
calculations. It raises no question in connection with the gen- 
eral’s cost figures for transportation on the lower Mississippi 
and the barge canal except to point out that, in his lower Mis- 
sissippi figures, he makes no allowance for stages of extremely 
high and low water and that he allows one month more a year 
for service on the barge canal than alleged to be actually used. 

“Statements made by one in so responsible a position as 
that held by General Ashburn,” says the association, “should 
be accurate and conservative because of the great weight which 
they carry.” 

In his calculations to determine the cost of transportation 
on the lakes the general used a 16,000 ton cargo ship making 
10 round trips each season. The association objects to that, 
first, because it says there is no 16,000 ton ship on the lakes, 
the largest being 14,000 tons; second, because ore-coal carriers 
on the lakes make 25 round trips a season; third, because he 
allowed 6 days for loading in and out of ports when, as a matter 
of fact, less than two days were used; and, fourth, because he 
allowed 18 days for transit between the ports when 7 days were 
absolutely dependable. In addition it asserted that the general 
used too high a unit of cost a deadweight ton in figuring the 
capital cost of the ship he was sending up and down the lakes 
to ascertain the cost of transportation. 

As a study in relativity, the association asserts that the 
general destroyed the value of his computations, in so far as 
the Great Lakes were concerned, by using a carrier that did not 
exist in the performance of services not related to practical 
operation. 


The association sets up figures for a 14,000 and a 12,000 
ton ship. The cost on the 14,000 ton ship it calculates at .4986 
mills a ton-mile. Its cost figure on the 12,000 ton ship is .5213 
mills a ton-mile. In its text on the subject it splits the differ- 
ence between the larger and the smaller ship and calls the cost 
one half mill a ton-mile.' Both costs include 6 per cent on 
capital and 3 per cent depreciation. 

An implied objection to the general’s handling of the sub- 
ject is contained in the association’s declaration that the Great 
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Lakes are improperly joined when they are joined with the lo 
Mississippi and the New York barge canal for purposes of m - 
studies. The lakes and the proposed St. Lawrence waterway 
the association submits, properly belong to and are propert; 
comparable only with the ocean and such arms of the ge, : 
the Savannah River to Savannah, Ga., the Delaware to Phila 
delphia, Pa., the Houston ship canal to Houston, Tex., the Col 
umbia River to Portland, Ore., and the Manchester, Suez, anj 
Panama canals. ; 
“The Great Lakes are deep draft navigable waters anj 
therefore, they, as well as the proposed St. Lawrence Seaway 
to connect them with the ocean, are improperly joined ip any 
discussion of improved river and canal transportation,” says 
the association. ; 


PRIVATE OPERATION BEST 


“Governments may imitate the practices of private enter. 
prise and here and there may occasionally register some ad- 
vance, but I submit that in these great field of transportation 
communication and electric utilities the significant accomplish. 
ments are in overwhelming measure the product of private 
enterprise,” said Julius H. Barnes, vice-president for the Unite; 
States, before the International Chamber of Commerce at Ap. 
sterdam, Holland. His address follows, in part: 


We emphasize that mere possession of natural resources could not 
be the source of national wealth and individual prosperity, except that 
natural handicaps of long-distance transportation and of high indi. 
vidual wage-scales are offset by unusually inventive ingenuity and 
organization genius, followed by limitless capital investment. Every 
device of economy must be, successively, invented, discarded, and 
again replaced. 

In this presentation of the recent stimulated growth, it is mani- 
fest that America’s conversion of natural resources into the manifold 
forms of modern use and enjoyment, and America’s distribution of the 
swelling volume of these articles rests primarily on the efficient sery- 
ice of three major servants of all industry, namely, transportation 
communication and power service. ; 

In transportation, America was fortunate that its lines of privately 
owned railway were not deflected for military construction, and that 
broadly speaking, they were laid out and developed under souni 
business considerations. 

In spite of greatly increased real wages to railway employes, and 
of increased cost of railroad equipment and supplies produced by 
better compensated labor, nevertheless transportation costs have 
lowered in terms of purchasing power, under private enterprise. 

The trend today is illustrated in the figures of remaining municipal 
ownership of electric plants. These plants, largely established in con- 
munities under 2,500 people, so small that private capital under the 
strained finances of the war and after-war years found difficulty in 
justifying its entry on a profit expectation, show a distinct recession 
and an absorption into the net-work of interchangeable private utill- 
ties. The peak of municipal ownership of electric plans was reached 
in 1923, with 3,066; and in 1927 these had shrunk to 2,320. Municipal 
ownership lost in four years what it took eight years to gain. 

In the light of the enormous expansion of all industry resting on 
these three basic facilities and in the light of the steady rise in aver- 
age living standards of all our people, there are few indeed in America 
who do not today realize that it is more important to have adequate 
and efficient service than it is to force an unwisely low level of charge: 
that expansion and improvement may be checked. 

The policy of public regulation instead of public operation has 
justified itself a thousand-fold in these services themselves, while the 
benefit of such services can be clearly indicated in the expansion and 
growth of all industry. 

Throughout all industry there must be a willingness to venture 
great capital investment such as was never necessary before this 
machine and power era of the past few years. Capital is properly 
timid, unless there is assurance of a fair field and the stimulant of 
reasonably expected profits. 


Individual judgment would be made timid by fear the government 
entry into any line of industry would extend to other industries 4 
well. Government railroads would continually suggest government 
warehouses, government elevators, government docks, government 
machine shops, government car and locomotive building. 

Government railroads, under the plea of protective competition, 
would continually suggest government regulation of the motor high 
ways, government auxiliary services of motor trucks and motor buses, 
government ships and shipbuilding. 

National progress is, after all, always the aggregate of individual 
attainment. Individual attainment is the result of individual effort 
and ability. Individual effort may be stimulated or suppressed by the 
conditions under which it must strive. 


COMMODITY STATISTICS 


Freight commodity statistics, showing traffic originated, for 
the United States as a whole, for the first quarter of 1929, for the 
corresponding period in 1928, and the increases or decreases 


the compared periods follow: 
Increase 


——First Quarter——\ 1929 Over 
929 1928* 





Commodity Group— 192 a 08.3% 
Products of agriculture............ 26,107,820 25,999,497 poy 
Animals and products............. 857,73 6,552,585 dO 
Products of mines...........+++ 148,665,348 138,692,416 Het 
EYOGUCtS Of fFOTESIB..c.ccccccvccecee 23,182,379 24,917,808  d1,7d0% 


69,321,963 5,263.31" 


Manufactures and miscellaneous... 74,585,282 396,013 


Dee Bas SS. Ei, PR oak v0 occ essen 8,434,803 8,830,818 — 
MONE Sd savusccsoetcesdesenwese’ 286,783,369 274,315,087 12,468,24- 
d Decrease. 


*Does not include returns for the Illinois Terminal Co. which i 
not report by quarters in 1928, 
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Washington 
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, It has not escaped the notice of 
Tap Line Question those who have questioned the wis- 
in New Form dom of the Commission in its deal- 
n ing with the industrial railroad or tap 
ine question, in some of its phases that the certificate of 
convenience and necessity granted to the Ohio and Mississippi 
Transit Company (elsewhere in this issue) brings to the front 
the fact that a shipper of goods in large quantities turns 
naturally to the construction of the facilities of transportation. 
4 man with a coal mine or a large lumbering operation must 
think of a railroad to his place of business, just as a retailer 
must think of how he is to make delivery of his goods. 

When the railroads brought forward the fact that the car- 
rier by water on the Green, Ohio, and Mississippi rivers was 
owned by the same interest that owned a coal company, the 
Commission said it could control possible undue favoritism by 
its power over divisions. It may be that, because the com- 
modities clause applies only to railroads, it did not show the 
same degree, if any, of the tightness toward the coal company 
owning boats that it did when a coal company proposed creating 
4 yailand-water route for carrying coal to Youngstown, O. 
The Denison act puts a carrier by water on a preferred status. 
The rule that compels the courts and administrative bodies to 
make all parts of statutes work, it is submitted, may exercise, 
in all aspects of a case, a constraining force on the Commission 
when the applicant for rail-and barge service and rates is a 
carrier by water. The law gives no such preferred status to a 
railroad controlled by a coal company when it desires to hook 
itself up with a barge line on the upper Ohio as it gives to a 
carrier by water, owned by a coal company interest, desiring to 
hook itself up with railroads on the lower Ohio. There is a 
difference in law—a wide difference—but some persons think- 
ing only of the possible services to be rendered might have 
dificulty in seeing the difference in fact. 

The transit company did not, in its application, ask for 
ninimum differentials under the all-rail rates on coal. Provi- 
sion for such is made in the Denison act. The through route 
and joint rate arrangements are to be on the all-rail basis. 
However, when the routes have been selected, it is suggested, 
there is nothing to prevent the water line asking for the 
differential under the all-rail basis that prevails in connection 
with the government barge line. 

Another suggestion along that line is that, if coal interests 
on the upper Ohio were so minded, they might organize a carrier 
by barge and demand through route and joint rate arrangements 
with the railroads at Conway and Colona on the government 
barge line basis. Such a rail-barge line arrangement would set 
lp 4 competition with the all-rail routes of the carriers brought 
Into the through route and joint rate arrangement and the 
allrail rates on coal from districts from which rail-and-barge 
toutes were physically impossible. In such an event, it has 
been asked, would the Commission forbid the all-rail routes 
that could not be brought into the rail-barge arrangement to 
meet the rates of the rail-barge routes? Along with that question 
tuns another of like character. If the Commission allowed the 
all-rail routes to meet the rail-barge rates, would it allow the 
allrail routes of the carriers hooked up in the rail-barge route 
arrangements to meet the competition of the all-rail routes of 
carriers not in the rail-barge arrangement? Then there is 
another question. In the event the Commission allowed the 
last mentioned allrail routes to meet the competition of the 
ipeshackled all-rail routes, how would it prevent the barge 
Ine from demanding the differentials under the all-rail rates 
assured them by the law? Perhaps the answer is that the 
pane status is given by the law only to the government 
on line, though that seems like an untenable construction 

the Inland Waterways Corporation legislation. 





About twenty-five years ago, 
Alexander Graham Bell, the in- 
ventor of the telephone, in a talk 
with the writer, predicted that the 
time would come when we would 
heated th ; cool our houses in summer as we 
the | em in winter. Cooling systems in theaters constitute 

ong step toward general house cooling. Mr. Bell was 


An Alexander 


Graham Bell Prophecy 
Coming True 
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constrained to suggest what was coming because his friend, 
Lord Kelvin, was then experimenting with the apparatus that 
has all but banished the ice man from the kitchen. 

Congress has just completed a cooling system for its two 
chambers. For about forty years the air sent into the legislative 
chambers has been scrubbed, but not until this summer was a 
system installed for the avowed purpose of cooling the air 
from which the particles of dust had been taken. Each senator 
now gets the benefit of a reduction in temperature that would 
be brought about by the continuous melting or thawing of 350 
pounds of ice. Representatives get the benefit of only 286 
pounds. Air furnished for the not too near salons is humidified 
in winter and dehumidified in summer. The House system was 
tested just before the recent adjournment. Three hundred 
quarts of water were taken from the air pumped into the 
chamber of the House of Representatives in one hour, Washing- 
ton’s air at times becoming frightfully humid. 

The air sent into the two chambers is first passed over 
pipes coated with a sticky oil to remove particles of dust. 
Then it goes through sprays of water cooled to 42 degrees. 
In summer the spray takes water out of the air and in winter 
it reverses the process. The spray removes 96 per cent of the 
particles of dust that the oil filters did not catch. After the 
filtering is done the air is heated or cooled, as the season of the 
year requires. 





Mention of Alexander Graham 
Bell is a reminder of the death, 
within the week, of Emile Berliner. 
He supplemented the work of Bell 
by inventing the telephone trans- 
mitter, called the microphone in 
radio. He showed how Edison’s Phonographic cylinder and the 
record made thereon by the human voice or musical instru- 
ments and instruments not musical, could be converted into 
the familiar phonograph hard rubber playing disc. Bell in- 
vented a receiver of sound, but his transmitter was not such 
as to suggest the great telephonic development of today. Edison 
and Berliner worked on the problem of an adequate transmitter. 
Berliner won in the contest before the patent office. For years 
the transmitter or microphone was known as the Bell-Berliner 
transmitter. Edison invented the talking machine, but Berliner 
made it talk as it talks today. Bell invented a receiver but 
Berliner made the transmitter that completed the invention 
Bell had begun. 

Edison is a telegraph operator. Bell was a teacher of the 
deaf and dumb. Berliner was a clerk in a number of dry goods 
stores and a “drummer” on the road. Not one of them had a 
technical education. What show has Huston, the technically 
trained boy Edison has selected as a possibility to carry on his 
work, to achieve a thousanth part of the fame that came to the 
“lightning jerker” from Akron, O., which place makes rubber 
tires and has no reputation at all for the making of even scien- 
tific instruments? 


Emile Berliner, Maker 
of Inventions 
Commercially Valuable 





Many a girl has made a sad 
Maud Lee Mudd Musses mess of her marital prospects. 
Up Her Marital Affairs None, however, it is believed, ever 
set the wise men of two executive 
departments of the government of the United States so much 
by the ears as Maud Lee Mudd, a restricted Osage-Seneca Indian 
maiden. The fact that the Department of the Interior holds 
more than $350,000 in trust for her may account for the mussing. 
Maud, against her will, she says, married Earl Gordon. She 
had the court of first instance in Arizona annul the marriage. 
Then, without waiting for a possible appeal and reversal by a 
higher court, she married Joe Wilson. After she had presented 
her husband with a possible president of the United States, the 
Arizona supreme Court said that what the lower court had done 
was all wrong. . 

Now Maud has asked the Department of the Interior to give 
her $85,000 without any strings attached, so as to clear up her 
marital tangle. In as much as “restricted” Indians not com- 
petent to manage their affairs are often imposed on, Secretary 
Wilbur, of the Department of the Interior, and Attorney-General 
Mitchell decided that the matter should be looked into before the 
former handed over $85,000 to Maud to do with as she pleased. 

Looking into Maud’s affairs called for the convening of a 
hearing before assistant secretaries and assistant attorneys- 
general and the examination of a whole string of witnesses in- 
cluding Maud, her two husbands, and Victor Wilson, her brother- 
in-law. Maud’s views on unintentional polyandry have not yet 
been captured by an enterprising Sunday editor. However, 
that defect in high class literature may soon be remedied. The 
Department of the Interior has had its publicity man tell Maud’s 
story, the outlines of which have been set forth herein. That 
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will suggest things to the editors. The story might produce 
another poem about a Hiawatha and a Minnehaha—who knows? 





Harleigh H. Hartman, formerly a 
Jolts for Washington rate case examiner and valuation 
“ ” lawyer for the Commission, later a 
eay Caen practitioner before that body, but now 
a member of the utility commission of the District of Columbia, 
within the last ten days has administered terrific jolts to Wash- 
ington’s home grown “puffy cactuses.” To outsiders, such as the 
correspondents for newspapers published in other cities, the 
attorneys and officials of Washington utilitiés for years have 
ridden rough shod over rather spineless local officials and have 
“put over” things that could not be run past the federal or 
many state commissions. 

About two weeks ago, one of the local street railway com- 
panies demanded an increase in fares to ten cents for a cash 
fare or four tokens for 30 cents instead of 8 cents cash and six 
tokens for 40 cents. The company came forward with a valua- 
tion made a number of years ago and what purported to be an 
agreement with the personnel of the commission that, when the 
company renewed a fare increase case, it could use the record 
previously made, presumably without any questions being asked. 
The counsel supposed to represent the people of the District of 
Columbia had no questions to ask when the canned testimony 
was put in. But Hartman had. His presumption caused the 
men who, to the outsiders before mentioned, seemed to have 
been walking on weak officials, to throw out their chests and 
assert that he was insinuating things. They said he was asking 
petty questions about petty things and even refused to tell him 
what sort of material had been used in putting in the under- 
ground part of their railway system. Hartman, however, in- 
sisted on answers which showed that the inventory contained 
many errors, such as not charging off depreciation of $5,000,000, 
charging a new roof to capital account instead of maintenance 
and repair, and things of that sort. 

Hartman appeared to work on the theory that the company 
had alleged its property was worth $25,000,000 and that it was 
the company’s burden to prove what it alleged. The injured 
officials and lawyers said it was a shame that there should be 
publicity about such matters when they could have been cor- 
rected in private conference. It was very sad—A. E. H. 


RAILROAD EARNINGS 


Class I railroads for the first six months this year had a 
net railway operating income of $563,347,135 which was at the 
annual rate of return of 5.54 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics. 

In the first half of 1928, their net railway operating income 
was $462,227,525 or 4.62 per cent on their property investment, 
according to the bureau statement. 

Property investment is the value of road and equipment 
as shown by the books of the railways, including materials, 
supplies and cash. The net railway operating income is what 
is left after the payment of operating expenses, taxes and 
equipment rentals but before interest and other fixed charges 
are paid. 

This compilation as to earnings for the first half of 1929 
is based on reports from 181 Class I railroads representing a 
total mileage of 241,426. 

Gross operating revenues for the first six months in 1929 
totaled $3,063,123,880 compared with $2,911,402,603 for the same 
period last year or an increase of 5.2 per cent. Operating 
expenses for the first half of the year amounted to $2,245,- 
814,800 compared with $2,208,787,092 for the same month one 
year ago or an increase of 1.7 per cent. 

Class I railroads in the first six months of 1929 paid 
$195,877,964 in taxes, compared with $182,705,783 for the same 
period the year before. For June alone, the tax bill of the 
Class I railroads amounted to $34,117,951, an increase of $2,437,- 
386 over the previous year. 

Seventeen Class I railroads operated at a loss in the first 
half of 1929, of which six were in the Eastern, two in the 
Southern and nine in the Western district. 

Net railway operating income by districts for the first half 
of 1929 with the percentage of return based on property invest- 
ment on an annual basis follows: 





SOUT. MRO. TOOMION. icc a:ns satedeed ipceceedias $ 24,410,269 5.94% 
 .. dg % "RRR er Oe 103,442,748 5.33% 
Central Eastern Region 135,517,003 6.09% 
OU MRD io bin che biios seicdds Sos caccedees 41,652,247 8.99% 
ONE, SMNOEM, TIAMEIOL 6 5 5.duis neice ccnccvecows 305,022,267 6.05% 
eran 68,891,682 4.39% 
DO URUIPOII T MEMEOEN | oy tic oh occ cc ccccasecacces 50,366,517 5.08% 
Central Western Region ........ciccccccccsccs 96,510,375 5.83% 
SOUEIPOUEOET THONG 6 inc ccc ices wdecdccctiove 42,556,294 4.69% 
SPREE WOUMEEEE BPEIONUOR 6.0 6.55.cccces cecccccees 189,433,186 5.33% 
CUMIN 85.6 6 60015 sao scene ss skeeueen 563,347,135 5.54% 
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Class I railroads for the month of June had a net oper, 
ing income of $105,946,086 which, for that month, was 9 me 
annual rate of return of 5.30 per cent on their property inves, 
ment. In June last year, their net railway operating income 
was $85,992,042 or 4.36 per cent. . 

Gross operating revenues for the month of June aMount 
to $531,732,908 compared with $503,156,937 in June last year 
or an increase of 5.7 per cent. Operating expenses jn June 
totaled $381,596,414 compared with $375,570,922 in the same 
monht in. 1928 or an increase of 1.6 per cent. 


Eastern District 


Class I railroads in the Eastern district for the first gi 
months in 1929 had a net railway operating income of $395. 
022,267, which was at the annual rate of return of 6.05 per con; 
on their property investment. For the same period jn 1998 
their net railway operating income was $243,864,159 or 49 
per cent on their property investment. Gross operating revenue 
of the Class I railroads for the first six months in 1929 totale 
$1,540,639,104, an increase of 6.4 per cent above the correspond. 
ing period the year before, while operating expenses totale 
$1,115,117,780, an increase of 2.3 per cent above the same perio, 
in 1928. 

Class I railroads in the Eastern district for the month of 
June had a net railway operating income of $56,931,114 com. 
pared with $48,463,003 in June 1928. 

Southern District 


Class I railroads in the Southern district for the first six 
months in 1929 had a net railway operating income of $63. 
891,682, which was at the annual rate of return of 4.39 per 
cent on their property investment. For the same period in 192, 
their net railway operating income amounted to $62,407,795 
which was at the annual rate of return of 4.05 per cent. Gross 
operating revenues of the Class I railroads in the Southern dis. 
trict for the first six months in 1929 amounted to $394,820,597, 
an increase of 1.7 per cent above the same period the year 
before, while operating expenses totaled $294,891,200, a decrease 
of five-tenths of one per cent. 

The net railway operating income of the Class I railroads 
in the Southern district in June amounted to $10,138,298, while 
in the same month in 1928 it was $7,531,237. 

Western District 


Class I railroads in the Western district for the first six 
months in 1929 had a net railway operating income of $189; 
433,186 which was at the annual rate of return of 5.33 per cent 
on their property investment. For the first six months in 1928, 
the railroads in that district had a net railway operating income 
of $155,955,571, which was at the annual rate of return of 4.44 
per cent on their property investment. Gross operating revenues 
of the Class I railroads in the Western district for the first six 
months this year amounted to $1,127,664,179, an increase of 4.) 
per cent over the same period last year, while operating ex 
penses totaled $835,805,820, an increase of 1.6 per cent compared 
with the first six months the year before. 

For the month of June, the net railway operating income of 
the Class I railroads in the Western district amounted to $38; 
876,674. The net railway operating income of the same roads 
in June 1928 totaled $29,997,802. 

CLASS I RAILROADS—UNITED STATES 
Month of June 


1929 1929 
Total operating revenues...........c..se0- $ 531,732,908 $ 503,156,937 
Total operating expenses.............cc000 381,596,414 375,570,922 
EE  AtaiseSidhihniamiiedattinnktevaeicninens 34,117,951 31,680, 960 
Net railway operating income............. 105,946,086 85,992,042 
Operation ratio—per cent..........eeeeeeee 71.76 14.64 
Rate of return on property investment.... 5.30% 4.36% 
Six Month Ended June 30 
Total operating revenues...............06. $3,063,123,880  $2,911,402,603 
Total operating expenses.............see0- 2,245,814,800  2,208,787,082 
ea cae hen eninainns 195,877,964 182,705,183 
Net railway operating income............. 563,347,135 462,227,525 
Operating ratio—per cent...........cccceee 73.32 15.81 
Rate of return on property investment... 5.54% 4.62% 


CENTENARY OF FIRST AMERICAN LOCOMOTIVE RUN 


The centenary of the first run of a steam locomotive ove 
rails in the United States was celebrated with a pageall 
speeches, and the unveiling of a bronze tablet at Honesdale, 
Pa., August 8. The original engine, the Stourbridge Lion, W4 
brought from England in 1829, by Horatio Allen, a young & 
gineer, who acted as its engineer on the only two trips it made 
before it was taken from the rails. The trips were made over 
a three-mile stretch of wood and strap iron rails, especially 
laid into the Pennsylvania woods. The engine, which weig 
seven tons, was considered too heavy for the rails and 
and was kept in storage for twenty years after the two 
runs. Parts of it were subsequently used in the shops of aa 
Delaware and Hudson and some of them are now preserved 4 
the Smithsonian Institute, in Washington. 


, \s 


} 


set UP 
the C 
tion V 
straig 
other 
Shrev 
able ¢ 


those 
tained 
and 5 
tion t 

T 


shipm 
crack 
rating 
by ne 
pany 
as mi 
bolts, 
Three 
that | 
trollis 
deter 
the s 
articl 


I, and 
ing te 
its ce 
ment: 
he sl 
lawfu 


show 
manu 
and 1 
Com! 
const 


tanks 
comp 
a 


said 
the 1 


were 
boug 
shou 





XLIV, y 
—_!.{ 


} het Operat. 


Was at the 
Perty inveg. 
ating income 


ne amounted 
1e last year 
ses in June 
n the Same 


the first si 
me of $305, 
1.05 per cent 
‘iod in 199 
159 or 49) 
Ng Tevenues 
1929 totaled 
correspond. 
ses totaled 
Same period 


ie month of 
31,114 com. 


he first six 
me of $63. 
of 4.39 per 
‘iod in 1928 
$62,407,795 
ent. Gross 
outhern dis. 
5394,820,597, 
d the year 
a decrease 


I railroads 
8,298, while 


1e first six 
ie of $189,- 
33 per cent 
hs in 1928, 
ing income 
urn of 4.44 
g revenues 
he first six 
ease of 49 
erating er- 
t compared 


income of 
ed to $38; 
ame roads 


1929 


> 503,156,937 
375,570,922 
31,680,560 
$6,005 


2,911,402, 603 
2, 208,787,092 
182,705,783 
462,227,525 
75.81 


4.62% 


/E RUN 

otive over 
pageant, 
Jonesdale, 
Lion, was 
young én 
s it made 
nade = 
especially 
1 weighed 
d roadbed 
two trial 
ps of the 
served at 









sugust_ 10, ____________. The Traffic World 


PAGE 333 





OL re ee Sree eee 


Decisions of Interstate Commerce Commission 
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TANKS OR MACHINERY 


Although when put together and other articles added the 
gt up thing constituted one or more oil refining cracking stills, 
the Commission, by division 2, in No. 21317, Graver Corpora- 
tin vs. Southern et al. found that the iron or steel tanks, in 
straight carloads, or in mixed carloads with boiler tubes and 
other iron or steel articles, shipped from Louisville, Ky., to 
shreveport, La., had erroneously been charged the rate applic. 
able on machinery N. O. I. B. N A class-A rate of $1.115 was 
imposed. The Commission found that the applicable rates were 
those pertaining to iron or steel tanks and other things con- 
tained in the shipments, 56.5 cents on shipments made in 1925, 
and 54.5 cents on the shipments thereafter and awarded repara- 
tion to those bases. 

The railroads took the position, the report said, that the 
shipments consisted of the component parts of a petroleum 
cracking plant and that they were, therefore, subject to the 
rating and rates published on machinery not otherwise indexed 
by name. The complainant contended that the machine com- 
pany Which billed the stuff improperly described the commodity 
as machinery N. O. I. B. N. and that it was ratable as tanks, 
bolts, rivets and the other iron and steel articles in the cars. 
Three invoices, the report said, called for “one Jenkins still.” 

“The fact that the shipments were billed as machinery, or 
that they were invoiced as such,” said the report, “is not con- 
trolling. Nor can the use to which an article is put, ultimately, 
determine the rate applicable. It is also admitted by all that 
the shipments here considered did not constitute a complete 
article.” 

To illuminate the subject the Commission quoted from 
land S. No. 76, 25 I. C. C. 442, to show that “if a shipper is will- 
ing to go to the trouble of separating a ‘completed’ article into 
its constituent parts and meet the established shipping require- 
ments with reference to each part,” there are no reasons why 
he should not do so and no way that he could be prevented, 
lawfully, from exercising his choice in that direction. 

Defendants, the Commission said, introduced testimony 
showing the complainant’s detailed specifications covering the 
manufacture of the articles shipped, including their functions 
and use. Notwithstanding that rather elaborate explanation, the 
Commission said, the fact remained that the shipments did not 
constitute complete pressure stills (cracking stills), and that it 
was not convinced that the articles shipped were other than 
tanks, boiler tubes and other small articles as alleged by the 
complaint. 

“In the final analysis of the character of the article shipped,” 
said the Commission, “and not the mere incidents in billing, or 
the use to which it is put, determines the applicable rate.” 

Commissioner McManamy, dissenting, said the shipments 
were invoiced as “one Jenkins still’ and were not invoiced, 
bought, sold or described as tanks. He said the rates charged 
should have been found applicable and the complaint dismissed. 


COAL REVISION ORDERED 


A downward revision of the rates on coal from mines in 
southern Illinois and western Kentucky to destinations in 
southeastern Missouri and northeastern Arkansas has been or- 
dered in No. 19482, East St. Louis Cotton Oil Company vs. Bal- 
timore & Ohio et al. Lower rates are to be made operative 
hot later than October 15. The Commission, by division 2, in 
4 Teport written by Commissioner McManamy, has found the 
existing rates unreasonable to ten points in the territory roughly 
cag and has taken the decision of division 1 in Scott County 

ling Company vs. B. C. R. R. Co., 113 I. C. C. 675, as the 
guide for the new rates. 
< In that case the Commission found the rates unreasonable 
wy Southern Illinois to the extent that they exceeded speci- 
— and that the rates from western Kentucky to the 
p rend etinations were unreasonable to the extent that they 
: ed those prescribed from southern Illinois by more than 
iS cents. The rates so prescribed were uniformly 50 cents 
a than the existing rates. The present case, Mr. McMan- 
= Said, included a few of the destinations embraced in that 

€ together with others in the same general territory. 
Bo record in this proceeding, Mr: McManamy said, war- 
fon no different conclusion from that reached in the Scott 
Mo tad Milling Company case with respect to the same desti- 
ms and others similarly situated. As to some destinations 


involved in this case, however, said Mr. McManamy, the reduc- 
tion should be more than 50 cents per ton, and to others less 
than that amount. He said the rates herein prescribed were 
made with reference to the short route distances via Thebes, 
Ill., and that circuitous routes might apply for such fourth sec- 
tion relief as the circumstances might warrant. The destina- 
tions in this case, he said, with one exception, were on the St. 
Louis-San Francisco, the St. Louis Southwestern and the Mis- 
souri Pacific. The exception was Braggadocia, Mo., on the 
Deering Southwestern. The latter was not a party to this case, 
but, the Commission said, that there should be reparation on 
coal moving to that point on joint rates. The findings, other 
than the formal one awarding reparation, follow: 


1. That the rates assailed from mines in the various southern 
Illinois qGoupe described in the complaint, except those applicable 
through st St. Louis, Ill., were, are, and for the future will be, un- 
reasonable to the extent that they exceeded, exceed, or may exceed 
the following amounts per ton of 2,000 pounds to the destinations 
indicated below: 


St ED, UV teah eds we wWedd 4s teks bbcbeeeddetne dl useses ees e0eseseseewes $1.44 
I ins nie dwtnstss0es bkeesiosscenewewen sees 1.57 
eC in nus bn 6osn eeu okesheaeeena a> ebe 1.63 
Se Se CO PE cc cnc ccdbemebupedee eos bedsbeeee ens 1.75 
Malden, Marston, Campbell and Portageville, Mo.............se++ 1.93 


Popular Bluff, Holcomb, Frisbee, Hayti, Pascola, Caruthersville, 

PE SE CETEN, v dacciscacceseesacsceeuneecsctccnssssesep 1.99 
BEGUMOEE, WEOSIS BE THOME, BO. occ vc cccccsesscscccesscvescivees 2.05 
New Madrid, Neeleyville, Naylor and Bucoda, Mo...........s+ee+5 2.11 
Braggadocia, Mo. (rates found unreasonable on shipments moving 

in the past and until effective date of order herein)........... 2.23 
Doniphan, Mo., Corning, Success and Biggers, Ark..........+.+.+. 2.26 
Hollywood, Mo., Jonesboro, Blytheville and Marked Tree, Ark... 2.33 

2. That the rates assailed from mines in western Kentucky ap- 
plicable over the Illinois Central and its connections to all of the 
destinations, and those applicable over the Louisville & Nashville 
and its connections to Hollywood, Mo., Jonesboro, Blytheville and 
Marked Tree, Ark., were, are, and for the future will be, unreason- 
able to the extent that they exceeded, exceed, or may exceed the 
amounts indicated in the preceding paragraph, plus 25 cents per 
ton of 2,000 pounds. 


Commissioner Brainerd concurred in everything except the 
award of reparation on shipments moving prior to the effective 
date of the order in this case to Braggadocia. He said that the 
Deering Southwestern, in his opinion, was a necessary party to 
support a finding that the rates to that point were unreasonable. 


RAIL-WATER COAL RATES 


Joint rail and water rates on bituminous coal on the all-rail 
basis from mines on the Green River in Kentucky to destina- 
tions in Illinois and other states between the Ohio & Mississippi 
Transit Co. and the Illinois Central, Louisville & Nashville, 
Chicago & Eastern Illinois, and parties to Galligan’s I. C. C. 
No. 85 and his I. C. C. No. 125, to be established not later than 
November 1 have been ordered in Ex Parte No. 98, through 
routes and joint rates between Ohio & Mississippi Transit Co. 
and other common carriers. The order to establish such joint 
rates was issued in connection with a certificate of public con- 
venience and necessity granted to the transit company under 
the provisions of section 3 of the Inland Waterways Corpora- 
tion Act as amended by the act of May 29, 1928, commonly 
known as the Denison act. 

The findings and orders in this case constitute the first 
contact ordered by the Commission to be made between a 
privately owned common carrier by water and the railroads in 
consonance with the principles laid down in the Denison law. 
The case was handled by division 4, the jurisdiction of which 
extends over public convenience and finance cases in particular. 

The transit company operates on the Green River in Ken- 
tucky, between Rockport, Ky., and the mouth of that stream; 
between Louisville, Ky., and Cairo, Ill., on the Ohio River; and 
between Cape Girardeau, Mo., and Helena, Ark., on the Mis- 
sissippi. It owns five tow boats, one hundred barges, and 
other floating equipment. In its application the transit com- 
pany said that it would transport coal by barge from mines on 
the Green River to consuming points on the Ohio and Mis- 
sissippi. It said it had terminal facilities for transporting coal 
from barges at Evansville, Ind., and other points and that there 
were facilities for transferring coal from barge to railroads 
via river inclines and clam shell dredges at other points. It 
said it had direct or indirect connection at many points with 
the railroads hereinbefore mentioned, Big Four, the Missouri 
Pacific and the Mobile & Ohio. 

Copies of the applicant’s return to the Commission question- 
naire were sent to each rail carrier with which the applicant 
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would connect directly or indirectly with authority to those 
carriers to file verified written statements setting forth their 
views on the transit company’s proposal concerning through 
routes and joint rates. The Louisville & Nashville and the 
Missouri Pacific, the Commission said, opposed the establish- 
ment of the routes and rates on the ground there was no public 
need therefor. They said the coal mines on their rails had a 
production more than ample to supply the demand for coal in 
the destination territory which the applicant sought to reach, 
chief of which was the Chicago district. 

In addition, the Louisville & Nashville pointed out that the 
applicant was controlled by the same interest as that which 
controlled the Emerald Coal Mining Co., the applicant’s prin- 
cipal shipper. It suggested, the Commission said, that that 
community of interest might make the establishment of joint 
rates unlawful. The Illinois Central, the Commission said, did 
not oppose the establishment of through routes and joint rates, 
but devoted most of its statement to its views concerning the 
divisions of such rates as might be established, pointing out 
that the community of interests between the applicant and the 
Emerald Co. was of special significance in this connection. The 
Chicago & Eastern Illinois, in a letter from its president, the 
Commission said, expressed views similar to those presented by 
the Illinois Central. In January of this year, the Commission 
said, the applicant filed an informal complaint with it seeking 
the same through routes and joint rates as were covered by the 
present application. The rail carriers, the report said, declined 
to satisfy that complaint on grounds generally similar to those 
of the Louisville & Nashville. They also expressed a view that 
the establishment of the rates and routes might be in violation 
of the commodities clause of the interstate commerce act. 

“It should be noted,” said the Commission, “that that clause 
applies in terms only to railroad companies and not to water 
carriers.” 

The Commission pointed out that the question as to 
whether a carrier was a common carrier was not to be deter- 
mined by answer to the question as to the identity of its principal 
customer, but as to whether the public had the right to demand 
use of its facilities. It also pointed out that the transit com- 
pany, even before it filed this application, was a party to tariffs 
carrying joint-barge-rail rates from seven points on the Green 
River to destinations in Arkansas, Louisiana, Missouri, under 
which it would be required to accept shipments from producers 
other than the Emerald Co. 

“Our general powers with respect to divisions as well as 
those over divisions of barge-rail rates given us in the Inland 
Waterways Corporation act will enable us to restrain any undue 
favoritism of the applicant through improper divisions,” says 
the report, “which some of the rail lines seem to fear, if occa- 
sion for such action should arise in the future.” 

The Commission said it could not agree with the contention 
advanced by some of the railroads that the petition should be 
denied because the through routes and joint rates sought might 
tend to displace traffic which would otherwise move on all rail 
rates from points of origin on the objecting rail line. 

“The procedure here being followed,” says the report, 
“was provided by Congress in furtherance of its declared policy 
stated in Section 500 of the Transportation act.” 

The Commission said that the application did not seek 
joint rates related by differentials by all-rail rates and that it 
saw no reason on the facts for fixing minimum differentials in 
the instant proceeding. The finding other than the one under 
which the certificate of public convenience and necessity was 
granted follows: 


We are further of the opinion and find that the common carriers 
by rail listed in the appendix should be required to join with appli- 
cant in establishing through routes for the transportation of coal 
in carloads from coal mining points on the Green River in Kentucky 
between Rockport and the mouth of said river to destinations on 
such rail carriers named in the following tariffs and reissues thereof: 

Illinois Central I. C. C. No. E-1689. 

Illinois Central I. C. C. No. E-1684. 

Louisville & Nashville I. C. C. No. A-15853. 

Chicago & Eastern Illinois I. C. C. No. 263. 

Agent C. W. Galligan’s I. C. C. No. 85. 

_ Agent C. W. Galligan’s I. C. C. No. 125. 
via Evansville, Mount Vernon, Brookport, Metropolis, Joppa and 
Cairo. We are further of the opinion and find that said common 
carriers by rail and the Ohio & Mississippi Transit Company shall 
join in establishing for application over the aforesaid routes joint 
rates on coal of the same amounts as those published for all-rail 
application from western Kentucky mining points to the same des- 
tinations in the tariffs above mentioned, provided, however, that no 
such joint rate or through route to any particular destination need 
be established if an agreement to that effect is arrived at by the 
Ohio & Mississippi Transit Company and said rail carriers. We 
are further of the opinion and find that within 30 days after said 
joint rates become effective said rail carriers shall enter into ne- 
gotiations with the Ohio & Mississippi Transit Company for the pur- 
pose of agreeing upon equitable divisions of such rates and further, 
at the expiration of 120 days from the date of publication of said joint 
rates the parties shall advise us in writing whether agreement has 
been reached with respect to divisions, and if not they shall set 
cae divisions which they consider equitable and their reasons 
erefor. 
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BUTTER AND EGGS TO DULUTH 


In a report, on further argument, written by Commissio, 
Farrel, in No. 15823, Duluth Chamber of Commerce ys, Chic 7 
& North Western et al., opinion No. 14751, 156 I. ©. ©. 1568 
the Commission is accused, by dissenting members, of Overtan: 
ing a long line of cases defining undue prejudice. That aller, 
tion, it is suspected, will overshadow the conclusions reache) 
which are as to the quality of the rates on butter, eggs and 
dressed poultry from points in the Dakotas and parts of Minn 
esota and Nebraska to Duluth, Minn. The report also covers 
No. 15824, Grand Forks Commercial Club vs. C. & N. W, ¢ 4 

Commissioner Eastman, in what he called a Concurting 
view, said it was doubtful whether the Commission haq the 
power to make such an order for the removal of undue prejugic, 
caused by a concentration privilege on the Chicago & Nom) 
Western, as the majority had put out. The dissenters, he said 
made a strong technical case on that point. However, he gaiq 
the Chicago & North Western, the carrier ordered to. remoy 
undue prejudice, was so important a line in this territory that 
it could hardly be assumed, without proof, that it wag cop. 
pelled to offer arrangements for the concentration of the cop. 
modities mentioned from common points served by competing 
lines. He said it was quite as likely that the other lines fg. 
lowed the North Western’s lead as that the North Westen 
followed the lead of its competitors. 

“It seems to me,” says Mr. Eastman, “that before the North 
Western should be exonerated from a violation of section 3 
in this situation it ought to show, what it has not shown, tha 
it was not the active agency in introducing the concentratigp 
arrangements in the case of the Chicago traffic.” 

Commissioner Woodlock dissented in two respects. He said 
that in his judgment the scale prescribed, in the report, did 
not constitute a reasonable, maximum scale. In the seconj 
place, he said, he disagreed with the finding under section 3, 
in that latter respect, he said, concurring with Commissioners 
Brainerd and Porter. In connection with his discussion of undue 
prejudice he said that if the railroads were one entity there 
would be no question about the maintenance of the concentra 
tion arrangements constituting undue prejudice. But, he said, 
they were separate entities competing with each other. 

“This competition,” says Mr. Woodlock, is precisely the 
thing which Congress sought to preserve when it enacted the 
law which we administer. It is of the nature of competition 
that it tends to produce inequalities in results. Congress was 
perfectly aware of that fact when, after prolonged and mature 
deliberation, it chose a competitive rather than a noncompeti- 
tive principle for the conduct of the railroads. Because of this 
choice that which would be inadmissible under a noncompetitive 
system of railroads becomes a necessary element under a con- 
petitive system. That is the reason why the existence of com: 
petition is and should be an adequate defense under section 3 
to the extent that it is shown to exist. 

“We can have either a competitive system of railroad 
transportation or we can have a noncompetitive system. We 
can not have a hybrid. Whichever system we elect to take we 
must take with the rough as well as with the smooth. Failure 
to recognize this fact is the fallacy which I believe to be im 
plicit in the findings of the majority on this point.” 

Commissioner Brainerd, dissenting only on the question of 
undue prejudice, said that the Commission should have agreed 
with the contention of the North Western that the discrimi 
tion, if any, was forced by competition. He. cited two Supreme 
Court cases in support of what he had to say, namely, I. C. ¢. 
vs. Alabama Midland, 168 U. S. 144, and Central Railroad Com- 
pany of New Jersey vs. 257 U. S. 247. 

Commissioner Porter, also dissenting on the finding of undue 
prejudice, reviewed the dozens of cases in which the Commissio 
followed the doctrine, as first laid down, he said, in Ashland Fire 
Brick Co. vs. S. Ry. Co., 22 I. C. C. 115, that the test of the 
existence of the tort (undue prejudice) was the ability of 4 
carrier to remove it by its independent act. He said that the 
doctrine in the Ashland Fire Brick case was sound. ; 

“It was given full force and effect in the important litigation 
known as the Lake Cargo Coal Cases, 126 I. C. C. 364,” sa¥ 
Mr. Porter. “The first definite departure from its applicatio 
was in Oswego vs. B. & O. R. R. Co., 146 I. C. C. 293. The nex 
occurs here. In the two cases we are undermining @ ole 
established doctrine without any explanation whatsoever. If 
the doctririe is bad we owe it to candor to say so, and to SJ 
why it is bad. If we are unable to make such a statement, " 
follows that we should adhere to the precedent.” eet 

The report in this case is upon appeal from division - 
The division made two reports, 120 I. C. C. 683 and 144 I. ©. ¢. 
179. The Commission on this appeal affirmed the findings m 
the previous reports that rates on butter, eggs and ow. 
poultry, in carloads, from points in the Dakotas and parts 0 
Minnesota and Nebraska to Duluth, were and for the gsr 
would be unreasonable and unduly prejudicial to Duluth a0 
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july preferential of Chicago, Ill. But in this report the Com- 
mm jon came to the conclusion that to level the rates pre- 
— to Duluth in the second report, was too low and that 
— for the future should approximate 85 per cent of the third 
on rates in the scale prescribed in Fargo Commercial Club 
a. & W., 98 I. C. C. 691, known as the Fargo Case, extended 
- 100 miles. The Commission also said that it was of the opin- 
- and found that the level of the rates from the entire origin 
veritor to Duluth should be the same, except that somewhat 
higher rates should apply from the western parts of the Dakotas 
jue to the lighter traffic density and less favorable transporta- 
tion conditions there existing. That finding results in the aboli- 
tion of two scales to Duluth, one known as the Minnesota-South 
pakota scale and the other the North Dakota-Minnesota scale. 

Commissioner Farrel said that none of the parties appeared 
o be satisfied with the relationship which division 2 intended 
to prescribe between the rates to Chicago and Duluth. Armour 
; Company and Swift & Company, he said, were not interested 
in the level of the rates to Duluth, but did not want the rates 
om the origin territory to Chicago increased. They were par- 
ticularly interested, he said, in maintaining a present parity of 
rates from the Missouri River cities to Chicago. Commissioner 
Farrel said that if the order of removing undue prejudice to 
Duluth stood that parity would be destroyed, because the rate 
fom Omaha to Chicago would be reduced from 76 to 73 cents, 
but that there would be no change in the rate of 76 cents from 
Sioux City and Kansas City to Chicago. The packers wanted 
jecision in this case to be postponed until there could be a 
decision in No. 16750, National Poultry, Butter & Egg Associa- 
tin et al. vs. Aberdeen & Rockfish et al., in which a readjust- 
ment of the rates on the commodities mentioned in this case 
fom points west of the Mississippi to Chicago and Duluth and 
points east thereof was sought. 

The Commission, however, said that the complainants in 
these cases were entitled to relief under the issues raised pend- 
ing the final determination of the broader issues in No. 16750. 
Itsaid that the findings in this case were without prejudice to 
the findings which might be made in No. 16750. 

The scale, rates in accordance with which are to be established 
not later than October 15, begins with a rate of 20 cents for 
1) miles and under, reaches 38 cents at 100 miles, 56 cents at 
200, 69 cents at 300, 82 cents at 400, 93 cents at 500, 104 cents at 
600, 114 cents at 700, 124 cents at 800, 131 cents at 900, 138 cents 
at 1,000, and runs out with 145 cents at 1,100 miles. 


The Commission said that arbitraries of 6 cents for hauls 
of 250 miles and less, and 3 cents for hauls of 251 to 500 miles 
night be added for joint-line hauls, where the lines embraced 
in the route were not under a common ownership or control. 
The scale is to be applied over the shortest routes by existing 
connections for the interchange of traffic embracing not more 
than three line-haul carriers. 

A scale of arbitraries has been prescribed for application 
for the distances traffic may be transported in that part of the 
origin territory described as follows: 


In Nebraska, west of the western boundry lines of Buffalo, Sher- 
man, Valley, Garfield, Holt and Boyd counties. 
; In South Dakota, west of an air line which begins at the northern 
tnd of the western boundary line of Boyd county, Neb., and extends 
due north to the Missouri River; also west of the Missouri River, 
‘ginning at the intersection of the air line just described with said 
nver, to the South Dakota-North Dakota boundary line. 
,, 2 North Dakota: West of the Missouri River from the South 
Dakota-North Dakota boundary line, using said river as a boundary 
ine between the territory in which the rates in the scale apply and 
the territory in which the rates in the scale plus the arbitraries 
‘ply until Washburn, N. D., is reached; also west of the Soo Line 
a Washburn to Max, N. D., and west of an air line from Max 
rough Minot, N. D., to the international border. 


The scale and a limiting finding follows: 


Scale of Arbitraries 


tied Cents Cents 
H miles and less............- 2 150 miles and over 125......... 5 
“Ymiles and over 25......... 3 200 miles and over 150......... 6 
- miles and over 50......... 3.5 250 miles and over 200......... 7 
Miles and over 75.........- 4 300 miles and over 250......... 7.5 
) miles andover 100......... 4.5 


" = further find that the rates on butter, eggs and dressed poultry, 

scribed by complained of, from points in the origin territory de- 

to Duk to Duluth, are, and for the future will be, urdluly prejudicial 

rates — and unduly preferential of Chicago to the extent that the 

for like Duluth are or may be more than 110 per_cent of the rates 
€ distances contemporaneously in effect to Chicago. 


COMMISSION REPORTS 


Horse Shoes 


Pn. 21518, Phoenix Horse Shoe Co. et al. vs. Chicago & 
als et al. By division 3. Rates on horse shoes and toe 
» Mixed carloads, Joliet, Ill., to Wichita, Kan., unreason- 
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able to the extent they exceeded 69 cents. Reparation of 
$499.90 awarded. 
Sugar 
No. 21074, Babbitt Brothers Trading Co. vs. Santa Fe et al. 
By division 3. Rate on sugar, carloads, Crockett, Calif., to 
Prescott, Ariz., unreasonable to the extent it exceeded 77 cents 
on a 60,000 pound minimum. Reparation awarded. Complain- 


ant to file Rule V statements. 


Cement Plaster 
No. 21369, Texas Cement Plaster Co. vs. M.-K.-T. of Texas 
et al. By division 3. Rates on cement plaster, carloads, Plas- 
terco Junction, Tex., to destinations in Florida, unreasonable 
and unduly prejudicial to the complainant and unduly prefer- 
ential of competitors at Acme and Agatite, Tex., to the extent 
they exceeded those from Acme and Agatite to the same desti- 
nations. Reparation awarded. Complainant to file Rule V 
statements. 
Pig Tin 
No. 19239. Federated Metals Corporation vs. Chicago Junc- 
tion et al. By Division 3. Rate on pig tin, carloads, East Liberty, 
Pa., to Chicago, Ill., unreasonable to the extent it exceeded 35.5 
cents. Rate was in violation of the fourth section. Reparation 
of $74.02 awarded. 
Sand and Gravel 
No. 19635. Interstate Sand & Gravel Co. vs. Wabash et al. 
By division 2. Rates on sand and gravel, Kern, Ind., to various 
points on the Wabash in Illinois unreasonable and unduly preju- 
dicial, to the extent that the rates from Kern exceeded or might 
exceed, in cents per net ton, 90 cents to Philo, 98 cents to Mon- 
ticello and Lodge, 101 cents to Boody, Gibson City and Spring- 
field, and 105 cents to Morrisonville, rates prescribed to be 
maxima at intermediate points. New rates are to be estab- 
lished not later than Oct. 14. 
Wheat and Corn 
No. 20090. Globe Grain & Milling Co. vs. Southern Pacific. 
By division 3. Complaint dismissed. Combination charges on 
wheat and corn, points in Colorado, Kansas and Iowa, twice 
stored in transit and reforwarded to Los Angeles, Calif., there 
milled and reshipped to destinations in California, applicable. 
Tariff rules prohibiting such transit at joint rates found not 
unreasonable or unduly prejudicial. 
Knit Goods 


No. 20790. National Knitted Outerwear Association vs. A. C. 
& Y. et al. By division 3. Complaint dismissed. Any quantity 
rating in the three big classifications on knit goods in fiberboard 
boxes of outside dimensions exceeding 70 united inches, not 
unreasonable or otherwise unlawful. 


Gravel 


No. 21636, M. G. Winterburn, Inc., vs. S. A. L. et al. By 
division 5. Complaint dismissed. Rate on gravel, Montgomery, 
Ala., to Dickert and Falmouth, Fla., not unreasonable. 


Unfigured Veneer 
No. 21548, Danner Veneer Co. vs. Missouri Pacific et al. 
By division 2. Carload rate charged on unfigured veneer, 
Mobile, Ala., to Fort Smith, Ark., inapplicable. Applicable rate 
39 cents. Reparation of $66.69 awarded. 


Contractor’s Outfit 

No. 21300, George Peterson et al. vs Soo Line. By division 
2. Complaint dismissed. Charges on a contractor’s outfit, car- 
load, Spooner, Wis., to Genola, Minn., applicable. 

Air Compressor, etc. 

No. 21297, Clement F. Scully vs. Great Northern. By 
division 5. Charges on an air compressor, a gas engine, pump 
and steam shovel dipper and stack, in a mixed carload, Spokane, 
Wash., to Garry, Mont., and return, applicable in part. Applicable 
minimum found to be 30,000 pounds. Reparation of $39.90 
awarded. 

Salt 

No. 21198, Quinton Spelter Co. vs. Rock Island et al. By 
division 3. Rate on salt, carloads, Hutchinson and Kanopolis, 
Kans., to Quinton, Okla., unreasonable to the extent it ex- 
ceeded 24 cents. Reparation awarded. 

Electric Cranes 


Cleveland Crane & Engineering Co. vs. New 
York Central et al. By division 3. Complaint dismissed. Rate 
on electric traveling cranes, carloads, Wickliffe, Ohio, to 
Houston, Tex., applicable and not unreasonable or otherwise 
unlawful. 


No. 21489. 


Steel Hame Hooks 
No. 21361. U. S. Hame Co. vs. New York Central et al. 
By division 5. Rating on iron or steel hame hooks, L. C. L., 
reasonable in official classification but unreasonable in southern 
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to the extent it exceeds third class. Third class rating to be 
made effective not later than October 14. 


Salt 


No. 21272. Skelly Oil Co. vs. Santa Fe et al., and No. 21457, 
Phillips Petroleum Co. vs. Same. By division 3. Rates on salt, 
carloads, Lyons and Hutchinson, Kans., and Sand Springs, Okla., 
to destinations in Texas, unreasonable to the extent they ex- 
ceeded 23 cents from Lyons to Kingsmill, 23.5 cents from 
Hutchinson to Panhandle, 25.5 cents from Lyons and Hutchinson 
to Borger, as 24, 25.5, and 27 cents from Sand Springs to Kings- 
mill, Skellytown and Borger, respectively. Reparation awarded. 
Complainants to file Rule V statements. 


Green-Salted Hides 


No. 18022. J. G. Curtis Leather Co. vs. Pennsylvania R. R. 
et al. By the Commission on reconsideration. Findings in 
former report, 128 I. C. C. 627, with respect to rates on green- 
salted cattle hides, carloads, from points in Indiana, Missouri, 
Illinois, Wisconsin, Kansas, Iowa, Nebraska, and Minnesota to 
Ludlow, Pa., modified to the extent of finding the applicable rates 
not unreasonable. Inapplicability of the rates charged, this 
report said, was found in Curtis Leather Co. vs. Santa Fe., 
151 I. C. GC. 610. Complainant authorized, in the event there 
were overcharges not embraced in the Curtis Leather Co. case 
involved in this one, to file Rule V statements. 

Rugs 

No. 21659. Stephen Philibosian, Inc., vs. Michigan Central 
et al. By division 3. Any quantity rate on rugs, Grand Rapids, 
Mich., to Dallas, Tex., found inapplicable. Applicable rate found 
to be $1.84, minimum 30,000 pounds, plus a loading charge of 
2.5 cents per hundred charge, and a like charge for unloading, 
computed on actual weight of 27,982 pounds. Reparation of 
$230.13, with interest, awarded. 


Red and Other Oils 


No. 21402, Rome Soap Manufacturing Co. vs. Central of 
New Jersey et al., and a sub-number, Same Vs. Hoboken Man- 
ufacturers Railroad et al. By division 3. Complaints dismissed. 
Rates on red oil, corn oil and palm kernel oil, carloads, Phila- 
delphia, Pa., Clinton, Ia., Chicago, Decatur and East St. Louis, 
Ill., Gibson and Wolf Lake, Ind., Harbor Beach, Mich., Milwau- 
kee, Wis., and Weekawken, N. J., to Rome, N. Y., applicable 
and not unreasonable. 


Cc. H. & D. SECURITIES 


The Commission, by division 4, has dismissed the applica- 
tion in finance No. 7540, proposed acquisitions and securities, 
Cincinnati, Hamilton & Dayton Railway Co., on the ground that 
the applicant is a street suburban and interurban electric rail- 
way not operated as a part or parts of a general steam railroad 
system and that therefore section 1, paragraphs (18) to (21), 
inclusive, and section 20a of the interstate commerce act do not 
apply to any of the transactions covered by the application. 

The railroad company, which operates an electric railroad 
closely paralelling that part of the Baltimore & Ohio system 
formerly know as the Cincinnati, Hamilton & Dayton, asked 
for a certificate of convenience and necessity to operate elec- 
tric properties of the Indiana, Columbus & Eastern, and of the 
Lima-Toledo Railroad Co. It also asked for authority to issue 
securities and to assume obligation and liability in respect of 
securities issued in connection with the proposed acquisition. 

The Commission said that the Public Utilities Commission 
of Ohio by its order of December 28, 1928, had granted authority 
to the applicant similar to that requested herein. 


ST. PAUL FEES ALLOWED 


The Commission, by division 4, in a second supplemental 
report in Finance ‘No. 6240, Chicago, Milwaukee & St. Paul 
reorganization, has further modified its order of January 4, 
1928, 131 I. C. C. 673, as modified by the supplemental order 
of March 13, 1928, 138 I. C. C. 291, so as to authorize the 
applicant to pay, from moneys received by it in the payment of 
$4 a share by the stockholders of the old company, not exceeding 
$180,437.80 for the services of mortgage trustees, the transfer 
agent and the registrar. 

Action in the respect of this application, the second. supple- 
mental, the Commission said, had been deferred pending the 
decision of the federal court in a case in the northern districts 
of Illinois, eastern division, entitled Chicago, Milwaukee, St. Paul 
& Pacific vs. U. S. and Interstate Commerce Commission. That 
case was instituted by the railroad company to enjoin the en- 
forcement of the Commission’s order whereby it retained super- 
vision over the expenditure of the funds obtained by the assess- 
ment except where the expenditures might be authorized by the 
court. Part of the order was held invalid but the Commission 
said that the payments proposed to be made were of the char- 
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acter over which it had jurisdiction. It found that the Propo 
payments were for lawful objects within the corporate Dow 
of the applicant and met all other requirements of the Jaw - 
objection to the granting of the authority, the Commission i 
had been presented to it. t 


BELLEFONTE CENTRAL BONDS 


The Commission, by division 4, in Finance No. 7458 bonds 
of the Bellefonte Central, has authorized that carrier to issu 
$200,000 of first mortgage 6 per cent 20-year sinking fund bon ‘ 
sell them at not less than 90 per cent of par and devote th 
proceeds for completing the extension of its line and the ne 
quisition of the Fairbrook branch of the Pennsylvania, ang ty 
additions and betterments. The Pennsylvania asked that th, 
Commission condition its authorization so as to assure that the 
applicant would pay amounts that may be due it from Tevenues 
collected by the applicant. The Bellefonte connects with ay 
exchanges freight with the Pennsylvania. Some of the stock. 
holders also made suggestions as to terms and conditions to be 
imposed on the grant or authority. 

The applicant denied the power of the Commission to jp. 
pose conditions requiring it to pay unliquidated claims of th 
Pennsylvania. The Commission said it did not feel that ; 
should impose conditions suggested by the stockholders ang js 
sued the authorization without conditions. 

Some of the money to be raised by the bond isgue js 
required on account of the cost of constructing the extensig, 
overrunning the estimates. 


UNCONTESTED FINANCE CASE 


Report and certificate in F. D. No. 7660, authorizing the acquis 
tion by the Bell Telephone Co. of Pennsylvania of the properties of 
the Susquehanna Valley Telephone Co., approved. 


FINANCE APPLICATIONS 


Finance No. 17689, supplemental. New York Central asks av- 

thority to issue $10,200,000 of 4.5 per cent of equipment trust cer. 
tificates, the remainder of an authorization of $16,500,000. No arrang- 
ments have been made to sell the certificates but they will be offered 
at competitive bidding. 
‘ Finance No. 7757, Mississippi Export Railroad asks authority to 
issue $35,931.39 in promissory notes, of which $25,000 is to be used for 
the rehabilitation of the property. Some notes were issued before the 
company was aware that it was required to obtain permission from 
the Commission. 

Finance No. 7760. St. Louis-San Francisco, Missouri-Kansas- 
Texas and Santa Fe jointly apply for authority to assume obligatio 
and liability in respect of bonds to be issued by the Tulsa Unio 
Depot Co., for $2,000,000 and to pay the interest on said bonds a 
rental for the station to be erected by the depot company, on the 
user basis. The depot company, according to application, is not to 
engage in commerce, hence no necessity for application on its part 
to issue security. The three roads are to be tenants of the dept 
company and they will pay the interest on the issue of bonds which 
are to be 4% per cent security and contribute to the creation ofa 
sinking fund as rental for the use of the station property. 

Finance No. 7762. Joint application of the Illinois Bell Telephon 
Co. and the Harvard Telephone Co. at Harvard, IIl., for authority 
to transfer the property of the Harvard Co. to the Bell Co. upona 
basis of the assumption of the liabilities of the Harvard Co. by the 
Bell Co. and the payment by the latter of $50,036 to the Harvard. 

Finance No. 7763. Santa Fe, San Juan & Northern asks author- 
ity to issue 14,180 shares of common stock without nominal or pa 
value to be used in paying Abram I. Kaplan of New York for property 
to be turned over to the applicant. The property consists of a railroad 
extending from San Ysidro to Tilden, N. M., as distance of 33.2 miles 
and a trackage right from San Ysidro to Bernalillo over the Santa 
Fe Northwestern. The issue is also to provide funds for an extensio 
of the applicant from Tilden to Cuba, N. M., a distance of 11.32 miles 
at an estimated cost of $133,114. . 

No. 7758. Long Island Railroad Co. asks authority to issue $14," 
750 of its capital stock, par $50 per share, of which $13,105,180 is t0 
be delivered to the. Pennsylvania Railroad Co. in payment_of at- 
vances, improvements, betterments and unpaid interest. The Tt 
mainder of the money is to be used for corporate purposes. The 
stock not dedicated to delivery to the Pennsylvania, the application 
says, is to be offered to its stockholders and any not taken by them 
is to be offered to the public. It also says that 99.99 per cent of its 
stock is held_by the Pennsylvania. ; ; 

Finance No. 7764, Arkansas Western. Asks authority to _ 
425,000 of first mortgage bonds and to extend the date of maturity ° 
such bonds from June 1, 1934 to June 1, 1950; also to change the m 
turity date of $650,000 of such first mortgage bonds now outstandiné, 
proceeds to be used in extending its line to a point about LS 
southeast of Waldron, Ark. in accordance with the Commission's 
cision in 154 I. C. C. 87. tp 

Finance No. 7765, Flint River & Northeastern. Asks authority . 
issue 125,000 of 6 percent first mortgage bonds, to retire a like _— 
of first mortgage 6 percent bonds by delivering the new bonds to 
present holders. 


SUSPENDED TARIFFS 

In I. and S. No. 3331, the Commission has suspended {0 
August 8 until March 8 schedules in supplements 2 and 3 t0 
Pennsylvania I. C. C. 109. The suspended schedules propose ® 
increase the rates on brick and related articles, carloads, 5 
Ohio and West Virginia points to Pittsburgh, Pa., and ~ 
taking same rates. The following are illustrative, rates 0 
ing brick, carloads, in cents per ton, 2,000 pounds: 


To Pittsburgh, Pa., from New Cumberland, W. Va2., and. Steube 
ville, O., present 120, proposed 135. 
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- Proposed Reports in I. C. C. Cases 





W. T. L. CLASS RATES 


Admitting that the railroads in Western Trunk Territory 
were earning much less than a fair return, Examiners William 
J, Koebel and Peter C. Paulson, in No. 17000, rate structure 
investigation, Part 2, Western Trunk Line Class Rates, have 
recommended scales to be used in three groups of that territory, 
proposed to be created, which they admit will bring in consid- 
wably less than $24,000,000 a year of additional revenue. 

The carriers themselves recommend the division of their 
rritory into three zones and the use of an equal number of 
wales. On a revenue test conducted by the carriers, based on 
1996 tonnages, the carriers estimated that the increase in 
revenue, from their scales, would amount to $23,790,000. 

Arguments will be made in this case October 21-25. 


After reviewing the conflicting claims as to the rate of 
tum made by the railroads, and by witnesses for the state 
commissions, the examiners said that the true rate of return 
had to lie somewhere between the disagreeing estimates. 


“Certainly to say that the operation of the railroad mileage 
in W. T. L. territory for 1927 yielded a rate of return of four 
yer cent on a fair value would, in the light of evidence, be 
conservative,’ assert the examiners. “On the basis of this con- 
cusion and figured upon the returns of roads in respondents’ 
Group I applied to the aggregate Class I railroad mileage in W. 
TL. territory, it is estimated that the operation of the railway 
property lying within W. T. L. territory failed to yield a rate 
of 5.75 per cent return on an investment by an amount of 
roughly $60,000,000 

“An estimate based on the 1926 traffic test .......... 
indicates that the maximum increase in revenues which could 
be expected within W. T. L. territory, if respondents’ proposals 
with respect to that territory were accepted in their entirety, 
would be in the neighborhood of $24,000,000. Although the scales 
of distance rates herein recommended will yield increase in 
revenues, the increase will fall far short of the above estimate.” 

The examiners said that the increased yield would fall 
short of the amount shown by the revenue test because they 
recommended computation of distances unlike the computation 
of distances proposed by the carriers and made other changes 
that would have a deleterious effect upon the return. The 
eaminers gave recognition of the fact that after 1927 there 
was an improvement in the condition of the carriers involved in 
this case. Seemingly, to forestall demands or changes in the 
scales proposed by them because there had been such an im- 
provement, or denial of any increase in revenue, they pointed 
out that until the carriers achieved a fair return the mandate 
of the Hoch-Smith resolution requiring the lowest possible law- 
fll rates was inferior to the mandate of the law assuring the 
carriers a fair return. 


“Any general improvement,” said the examiners, “in a 
fuancial condition of the W. T. L. respondents subsequent to 
1927, which may produce a substantial increase in the average 
rate of return on their property investment, would be no valid 
teason for denying them increases in their class rate traffic. 
The rates recommended herein are intended to be sufficiently 
high so as to yield a relatively greater amount of profit than 
tassrate traffic now contributes to the revenues of W. T. L. 
Tespondents, The Hoch-Smith resolution imposes upon the 
Commission the duty to readjust the rate structure of the 
country so as to permit the freedom of movement of the 
Moducts of agriculture, including livestock, at the lowest pos- 
sible lawful rates compatible with the maintenance of an 
adequate transportation service. These proceedings are a part 
ot the investigation instituted under that resolution. 


“If and when the financial condition of respondents warrant, 
‘ericultural products and livestock take precedence over other 
betities, whereon the rates are not intrinsically unreason- 

®, in right to claim the ‘lowest possible lawful rates.’ ” 
nara first of the findings recommended by the examiners 
saa bg the financial aspect of the case. In that the examiners 
— € Commission should find, “That W. T. L. respondents 

entitled to the increased class rates herein recommended 
re YE their class-rate traffic now contributes a disproportion- 
“in Share of their revenues; because of the financial 
we ns of these respondents; and because the economic con- 
ier ee in W. T. L. territory are such as to enable the 
‘fs by shippers therein of these increased class rates.” 
Tespect of motor truck competition the examiners said 


that common carriers by motor truck were firmly established 
and were here to stay. 

“There is so wide a difference,” said the examiners, “be- 
tween the nature of the services offered by motor trucks and 
railroads, that in many instances no conceivable rail rate could 
be made so low as to attract an appreciable volume of business 
from the motor trucks. While some consideration has been. 
given to motor truck competition it is not within the province of 
this Commission, or in the interest of the public, to prescribe 
rail rates unduly low for short hauls solely for the purpose of 
eliminating that competition.” 

The examiners embody their recommendations in seventeen 
findings. Their general nature is indicated by a summary which 
Secretary McGinty gave to the public in the form of a notice 
to the press, subjoined. Special treatment was given to agri- 
cultural implements, other than hand, butter and eggs, dressed 
poultry, live poultry, cheese, canned goods and iron and steel 
articles. They recommended that instead of the full class rates 
being imposed upon them the carriers should accord rates on 
agricultural implements 40 per cent of first class; 60 per cent 
on butter and eggs and dressed poultry; 65 per cent on live 
poultry; 55 per cent on cheese; 35 per cent on canned goods 
and 32.5 per cent on iron and steel articles. 

In finding 16 the examiners said that the Commission should 
say that the reasonable maximum rates on carload shipments to 
Kansas City, Kan. (a) of fibre and chipboard paper containers 
or boxes from Cincinnati, Middletown, Red Bank, Lockland, 
Ivorydale, O., and Three Rivers, Mich., and (b) of printed paper 
wrappers from Cincinnati, were and for the future would be (a) 
28 percent and (b) 34 percent, of the corresponding contempor- 
aneous class I rates to Kansas City from those points of origin, 
respectively. 

Early readjustments of existing commodity rates. on many 
articles now moving partially under commodity rates and par- 
tially under class rates, the examiners said, were essential if 
undue prejudice and preference were to be avoided. The meas- 
ure herein provided on such articles where they moved on class 
rates., said they, was alone not sufficient justification for the 
cancellation of all existing commodity rates and for the substi- 
tution of the bases herein recommended. 

The fervently advocated scheme of dual class rates, one for 
carload and the other for less-than-carload traffic, presented by 
Missouri River cities under the leadership of C. E. Childe, the 
examiners said they believed was not feasible for use in the 
territory involved. The examiners summarized their report, a 
volume of 225 report-sized printed pages, as follows: 


1. Respondents in western trunk-line territory found entitled to 
the greater revenues intended from increased class rates recom- 
mended therein, because of their financial condition and because 
economic conditions in western trunk-line territory enable payment 
of the increased rates by shippers. 

2. Manner of construction and mode of progression of southwest- 


ern scale adopted for intraterritorial western trunk-line scales and for 
interterritorial scale. Dual scale of class rates with one set for 
less-than-carload and another for carload, believed not feasible for 
western trunk-line territory alone. 

3. Relationships of lower classes to class 1 recommended on same 
percentages as in southwestern scale, except 37.5 instead of 40 per 
cent for class 5. 

4. Distances recommended for determining all-rail rates are those 
over shortest possible route over which carload traffic can be inter- 
changed without transfer of lading; car-ferry routes and distances 
across Lake Michigan treated same as rail routes and distances. 

5. Limited grouping of points in western trunk-line territory 
recommended; but grouping of the Missouri River cities, and of Mil- 
waukee, Wis., with Chicago, Ill., would be unduly preferential and 
prejudicial. 

6. Western trunk-line territory, exclusive of any portion of Illi- 
nois territory, divided into three zones for rate-making purposes, 
based on differences in average conditions. 

7. Maximum reasonable distance scales of class rates recom- 
mended for application within the respective western trunk-line rate 
zones, and differentials provided for constructing interzone rates. 

8. Intrastate class rates and exceptions to western classification 
within western trunk-line states are under consideration by respec- 
tive state commissions; latter are cooperating with this commission; 
recommended that no findings be made at this time under section 
13 of interstate commerce act. 

9. Maximum reasonable distance scales of class rates and dif- 
ferentials recommended for constructing interterritorial joint rates be- 
tween western trunk-line rate zones and official and [Illinois terri- 
tories over all-rail routes; provision made for grouping of ports and 
points in latter territories. 

10. Maximum reasonable distance scales of class rates and dif- 
ferentials recommended for constructing interterritorial point rates 
between western trunk-line and official territories over standard lake- 
rail routes; lake distances equated to basis of 10 lake miles to 3 
= miles; and rates figured via ports affording lowest aggregate 
rate. 

11. Maximum reasonable distance scales of class rates and differ- 
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entials recommended for constructing interterritorial joint rates be- 
tween western trunk-line rate zones and southern territory through 
Ohio River and Virginia cities gateways; and temporary basis pro- 
vided for rates through Mississippi River crossings, Memphis, Tenn., 
and south, over all-rail routes; provision made for grouping of points 
in southern territory. 

12. No finding made with respect to joint barge-rail class rates 
from New Orleans, La., and Vicksburg, Miss.; remedy afforded by 
Through Rates and Joint Rates, 153 I. C. C. 129. 

13. Western classification recommended to govern interterritorial 
class rates between western trunk-line territory and official, Illinois, 
and southern territories, over all-rail and lake-rail routes. 

14, Class rates under consideration found not unreasonable in the 
past; no damage shown by reason of any undue prejudice which may 
have existed; and denial recommended respecting prayers for repara- 
tion in complaints embraced in report. 

15. Application for relief from fourth section of the act respecting 
existing rates, assigned for hearing in these proceedings recommended 
to be denied because of lack of justification. Consideration should 
be given upon filing to new applications covering rates revised in con- 
formity with these proceedings. : 

16. No finding made with respect to exceptions to classification 
and less-than-carload commodity rates, because of lack of evidence. 

17. Certain articles moving in carloads under class rates recom- 
mended for special treatment to extent of affording rates on stated 
percentages of class 1 lower than under the full class basis. 


The summary given by Secretary McGinty in a notice to 
the press follows: 


The report proposed by Wm. J. Koebel and Peter C. Paulson, 
examiners of the Interstate Commerce Commission, in No. 17000, 
part 2, Western Trunk Line Class Rates, was released August 7. 

The rates in issue, generally speaking, are those on traffic now 
moving under class rates between points in the territory commonly 
termed Western Trunk Line or W. T. L. territory, which may be 
described roughly as extending west from Lake Michigan and the 
Mississippi River to the Rocky Mountains, and north from and in- 
cluding Kansas and northern Missouri to the Canadian border; and 
between points in that territory on the one hand and points in the 
entire country east of the Mississippi River and Lake Michigan on 
the other hand. They include rates over the lake-and-rail routes be- 
tween. W. T. L. and eastern territories. 

For many years there has been dissatisfaction with regard to 
the class-rate structure between, or to and from, points in W. T. L. 
territory. Numerous complaints were filed from time to time at- 
tacking portions of that adjustment, and disposed of in the usual 
course. Their necessarily piecemeal application effected no general 
cure. Thereafter the railroads filed a petition with the Interstate 
Commerce Commission seeking a complete revision of class rates 
within W. T. L. territory for the purpose of obtaining additional 
revenues and developing a more harmonious rate adjustment. The 
Commission thereupon entered upon an investigation as a part of 
No. 17000, the general rate structure investigation, of all the class 
rates above described. Many complaints, and investigations prev- 
iously instituted by the Commission, which brought in issue_por- 
tions of the W. T. L. class-rate adjustment, were assigned for 
hearing with the new investigation. Hearings were held at Omaha, 
Kansas City, Fargo, Sioux Falls, Lincoln, Denver, St. Paul and 
Chicago. 

The railroads also filed similar petitions, seeking authority to 
revise intrastate rates, with the respective state commissions of the 
W. T. L. states. Upon invitation of this Commission to cooperate, 
those state commissions appointed a committee cf five from among 
their number. For the greater part of the time this committee con- 
sisted of Commissioners J. J. Murphy of South Dakota, Claud L. 
Draper of Wyoming, Louis E. Gettle of Wisconsin, B. M. Richard- 
son of Iowa, and W. C. Millar of Kansas. Members of this com- 
mittee or other state commissioners sat with the commissioner or 
examiners of this Commission throughout the hearing. The state 
cases of Nebraska, South Dakota and Michigan were heard jointly 
with the interstate proceedings. 

In the report proposed the examiners recommend that, for rate- 
making purposes, W. T. L. territory be divided into three zones. 
The lowest-rated zone includes, roughly, that part of the territory 
east of the Missouri River and Sioux Falls-Twin Cities-Duluth line. 
The intermediate zone lies west thereof and includes most of east- 
ern Kansas, southeastern Nebraska, and the area east of a line 
from Sioux City through Mitchell and Aberdeen, S. D., and Fargo 
and Grand Forks, N. D., to Duluth. The highest-rated zone in- 
cludes that part of the territory west and north of the intermediate 
zone. They are termed zones I, II and III, respectively. 

For application between points in the lowest-rated zone there 
is recommended a distance scale of rates nearly 83 per cent of the 
scale prescribed for Oklahoma and other southwestern states in 
the consolidated southwestern cases. The distance scale recommended 
for the intermediate zone is the same as the Kansas-Missouri scale 
prescribed for southwestern Missouri and eastern Kansas in that 
case. The highest scale is identical with the southwestern scale. 
For application between points in different zones, the examiners recom- 
mend that the lower or lowest scale be applied for the entire dis- 
tance, plus differentials for the distances in the higher-rated zones. 

The measure and progression of the scales are briefly indicated 
by the following first-class rates: 


‘ Scale Scale Scale 
Miles I II Ill 
I chi cite alah st cla PRO A Ciete, eec Rcl 32 33 36 
DE ib Paneer RA mews ea RAEN 66 73 79 
(ero eee rere rer err Teer me 91 101 109 
MN Sarees uee reba a Ewe neCeeead neta 109 124 133 
ME UttCororose basambne dna sinew wart 127 146 157 
FSSA ar ert is teh ened 142 162 174 
Dl tick vsnwcerseaecucaiees seen ee 211 227 
DE avidcadinnssaebeeenGace see mewa 198 223 240 
Le ee épieanad yore ooen ee 296 318 


While the proposed basis would effect many reductions in the 
present rates, increases would predominate. The measure of in- 
crease is substantially greater in the lowest-rated zone than in 
the others. The basis is designed with relation to adjustments in 
adjoining territories, but is also intended to give W. T. L. respond- 
ents some additional revenues, which it is believed their financial 
condition warrants. 

The plan employed in constructing rates between points in dif- 
ferent zones in W. T. L. territory is recommended also for con- 
structing interterritorial rates between points in Illinois, official and 
southern territories on the one hand, and W. T. L. territory on the 
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other. A basic scale, approximating 68 per cent of the southwe 

scale, is recommended -for application to the entire distance ater 
differentials for the distance within the W. T. L. zones and/ol 
southern territory. A different method is recommended as g ad = 
rary measure for application between southern and W. T, 1, — 
tories on traffic moving through Mississippi River gateways — 
phis and south. yn 

A similar plan and the same basic scale, with addition of di 
ferentials, is recommended for lake-rail rates. Before go mien 
the scales, it is proposed that the water distance be equated 
rail distance on the basis of 10 water miles to 3 rail miles, " 

Distances are to be computed over the shortest routes oy. 
which carload traffic can be transported without change of lain, 

It is recommended that western classification shall govern tp 
W. T. L. intraterritorial and interterritorial rates, and that the . 
centage relationships of the lower classes to first class should be the 
same as those prescribed in the Consolidated Southwestern Ang 
except that 37.5 per cent is proposed for fifth class. es, 

Large groupings of points in W. T. L. territory, based on oo 
mercial reasons, are disapproved. > 

It is further recommended that the full measure of the increase 
class rates be not applied on certain commodities, including agri- 
cultural implements, dairy products, canned goods and iron ang steel 
articles, but that such commodities be accorded rates based oy 
certain percentages of first class lower than would result by applica. 
tion of the full class basis. 

As these proceedings were heard cooperatively with the stat. 
commissions, no finding is recommended at this time as to intr. 
state rates in the W. T. L. states, in order that the state commissions 
may pursue their own course under the laws in their respective 
states. 

The recommendations in the report proposed represent the jp. 
dependent views of the examiners. The Commission will render jts 
decision as soon as possible after exceptions have been filed by the 
eee 4 -” that report, and oral argument set for October 21-25 has 
een had. 


With regard to the arguments, a notice issued by Secretary 
McGinty says: 


All parties on the same side, or_taking similar positions respect- 
ing the matters in issue, should endeavor to agree in advance upon 
the person or persons who shall make the oral argument. Their in- 
terests can be more effectively presented in a given time by one or 
two counsel, than by apportioning the available time among a large 
number of counsel. It is the custom to apportion the time among 
those desiring to be heard before they present themselves on the 
morning of the day set for oral argument. Frank C. Stratton, chief 
of the Commission’s section of dockets, should receive advice of an 
early date, but not less than 10 days before the argument of the 
selection of counsel and the time desired. 


This report also embraces, to the extent that the issues fall 
within the scope of No. 17000, Part 2, Exparte 87 (Sub-No. 1), 
Class rates Within Western Trunk Line Territory; No. 10390, 
Chamber of Commerce of Kansas City, Mo. vs. Director Gen 
eral, Chicago, Burlington & Quincy, et al.; No. 14625, Class Rates 
to and from Nebraska Stations; No. 16226, Omaha Chamber of 
Commerce, Traffic Bureau vs. Aberdeen & Rockfish, et al.; No. 
16226 (Sub-No.1), Traffic Bureau of Chamber of Commerce of 
Sioux City, Iowa vs. Aberdeen & Rockfish, et al.; No. 1622 
(Sub-No. 2), Lincoln Chamber of Commerce vs. Aberdeen é 
Rockfish, et al.; No. 16226 (Sub-No. 3), Beatrice Chamber of 
Commerce vs. Aberdeen & Rockfish, et al.; No. 16226 (Sub- No. 
4), Chamber of Commerce of Grand Island, Nebr., et al. ¥s. 
Aberdeen & Rockfish, et al.; No. 16838, Board of Railroad Com- 
missioners of State of North Dakota vs. Chicago, Milwaukee é 
St. Paul, et al.; No. 16913, Chamber of Commerce of Kansas 
City, Mo., et al. vs. Aberdeen & Rockfish, et al.; No. 16948, 
Board of Railroad Commissioners of State of North Dakota 's 
Ahnapee & Western, et al.; No. 16981, Chamberlain Commutlly 
Club et al. vs. Ahnapee & Western et al.; No. 17030, Sioux Falls, 
S. Dak., Chamber of Commerce Traffic Bureau vs. Ann Arbor é 
al.; No. 17235, Interstate Class Rates within the State of South 
Dakota; No. 17980, Bismark Association of Commerce of Bis: 
marck, N. Dak., et al. vs. Great Northern et al.; No. 18454, Com 
mercial Club of Fargo, N. Dak. vs. Ahnapee & Western et al.; 
No. 18735, Greater Grand Forks Traffic Association of Grand 
Forks, N. Dak. vs. Ahnapee & Western et al.; No. 18790, Dodge 
City Chamber of Commerce vs. Santa Fe et al.; No. 19025, Ma- 
son City (Iowa) Chamber of Commerce vs. Aberdeen & Rock 
fish et al.; No. 19035, Procter & Gamble Manufacturing Co. Vs. 
Santa Fe et al.; No. 19037, Procter & Gamble Manufacturing (0. 
vs. Baltimore & Ohio et al.; No. 19195, Alliance Chamber 0 
Commerce et al. vs. Aberdeen & Rockfish et al.; No. 19% 
Chamber of Commerce of Kearney, Nebr. vs. Aberdeen & Rock: 
fish et al.; and No. 20807, Chamber of Commerce of East St. 
Louis, Ill. vs. Santa Fe et al. It also embraces to the extent the 
applications cover departures in rates within the scope of No. 
17000, Part 2, Fourth Section Applications No. 16, 163, 169, dol, 
961, 964, 1625, 1840, 1841, 1842, 1846, 1857, 1859, 1860, 1862, igi 
1898, 1899, 1951, 2045, 2060, 2065, 2312, 2659, 3024, 3093, 3ils, 
3746, 4218, 4220, 4352, 4536, 12731, 12844, and 13168. 





RATES ON GRANITE 


Examiner C. J. Peterson, in No. 21968, Presbrey-Lelani 
Company, Inc., vs. New Haven et al., has recommended 
the Commission find that joint rates on granite, rough . 
or sawed on four sides or less, and granite paving bloc fro 
Brattleboro, O., and Barre, Vt., Concord, N. H., and Weste™ 
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to Woodlawn, N. Y., had been charged or might be 
ed prior to August 29, 1929, unreasonable to the extent 
that they exceeded 80 per cent of the contemporaneous sixth 
jass rates and that on shipments that may be made after 
jugust 99, this year, they will be unreasonable to the extent 
they exceed 70 per cent of sixth class, minimum 50,000 pounds, 
for both periods. Two periods are covered by the proposed 
report because the Commission in I. and S. No. 3166, Granite, 
yarble, and Stone in New England Territory, decided June 3, 
1998, prescribed new rates to be effective on August 29. 

Peterson said the Commission should further find that the 
joint rates on granite, dressed building, chiseled, hammered, 
or axed granite, were unreasonable prior to August 29, 1929, 
to the extent they exceeded the contemporaneous sixth class 
rates and would be unreasonable on or after that date to the 
extent that they might exceed 90 per cent of the contem- 
poraneous sixth class rate, minimum 40,000, pounds, for both 

iods. 
we The examiner said the Commission should further find 
that the combination rate on rough quarried granite on and 
after August 29, 1929, would be unreasonable to the extent that 
the factor from Brattleboro to Woodlawn might exceed 70 per 
cent of sixth class, minimum 50,000 pounds. 

Further, the examiner said, the Commission should find 
that the joint rates assailed on carved, lettered, polished, or 
traced granite were not unreasonable prior to August 29, but 
that on and after that date they would be unreasonable to the 
extent that they might exceed the contemporaneous sixth class 
rates, minimum 40,000 pounds. 

Peterson said the rates charged on rough and hammered 
granite appeared excessive under any adjustment and that, 
therefore, the Commission should award reparation on ship- 
ments of that sort. 


CHARLESTON, 8. C., TRAIN CASE 


A situation, seemingly the product of the marked diminution 
of the passenger business of the railroads since the advent of 
the automobile, and the disappearance of the Florida boom, is 
considered by Special Examiner Claude A. Rice in No. 21841, 
Charleston Traffic Bureau vs. Atlantic Coast Line et al. Rice 
recommends that the Commission dismiss that complaint on a 
finding that the train service provided by the Atlantic Coast 
Line at Charleston, S. C., since October 1, 1928, has not been 
unjust or unreasonable, nor to have subjected complainant to 
undue prejudice. 

The complaint alleged that since the date mentioned the 
trains provided by the defendants, connections of the Atlantic 
Coast Line and the Coast Line itself, serving that city, for the 
transportation of passengers, mail and express to and from 
Charleston, had been inadequate, unjust and unreasonable, un- 
duly prejudicial to Charleston and unduly preferential of Sa- 
vannah, Ga., and Jacksonville, Fla., in violation of sections 1 
and 3 of the interstate commerce act. 

Named as defendants, in addition to the Coast Line, were 
the Richmond, Fredericksburg & Potomac, New Haven, and the 
Pennsylvania. They maintain through train service from Boston, 
Mass, to the southern part of Florida. The Pennsylvania and 
the New Haven filed a motion to dismiss for want of jurisdiction. 

_ Charleston is on a branch of the Coast Line, seven or eight 
miles long, and not all the through trains enter that city. They 
stop at North Charleston, passengers being transferred by motor 
vehicles. The complaint was made on account of the inability 
of shippers of fish and oysters, ordinary merchandise, cut flowers, 
electrical supplies and sometimes currency to obtain as good 
express service after as before October 1, 1928, when the Coast 
Line took two through trains from its schedule because business 
had fallen off. Rice said that the evidence was very indefinite 
concerning the volume of such shipments and was not of suffi- 
cient weight to warrant an order requiring such a change in the 
train schedules of the Coast Line as would be necessary to meet 
the wishes of the complainant. Rice also said the evidence 
Was insufficient to sustain the charge of undue preference. 

As to the jurisdictional question Rice said that the ordering 
of trains for mail service was a function of the postmaster-gen- 
‘ral and that the Commission, in Wisconsin R. R. Commission 
8. C. & N. W., 87 I. C. CG. 195, had held that the regulation of 
passenger carrying trains, such as was not within its province. 
ms to the jurisdiction over trains carrying property by express, 
be Pointed out that the Commission, in Transportation of Straw- 
— by Express, 151 I. C. C. 553, had found that the carriers 
ould arrange for the establishment of express refrigerator 
‘arload service for strawberries and dewberries. 
train he examiner said that the Coast Line discontinued the two 
Co § which gave Charleston the express service it asked the 
ia, to restore by ordering more service, because of 
pene passenger travel and reduced revenues. He said 
all n 1923, which, he said, was some time prior to the “so- 

ed Florida boom,” passenger train mileage amounted, in 
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round numbers, to 9,397,000 and revenues to $17,995,000. In 1928, 
Rice said, passenger train mileage was 9,903,000 and revenues 
only $13,065,000—an increase in the five-year period in passenger 
train mileage of 5 per cent with a decrease in revenues of 27 
per cent. The Coast Line named as the factors In competition 
that caused the decrease in revenues, the private automobile, 
motor busses, and steamers carrying passenegers between New 
York on the north and Florida and Cuba on the south. 


PROPOSED REPORTS 


Lumber 

No. 22081, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. A. C. L. et al. Examiner Roy E. McKee. Dismissal 
recommended. Carload rate on lumber, Miley, S. C., to Beckley, 
W. Va., not unreasonable or otherwise unlawful. 

Printing Paper 

No. 21306, Champion Coated Paper Co. et al. vs. A. G. S. 
et al. Examiner F. A. Christoph. Rates on printed paper, car- 
loads, Hamilton, O., to destinations in Oklahoma and northeast 
Texas, unduly prejudicial to the complainants and unduly pref- 
erential or their competitors in the Fox River group in Wiscon- 
sin to the extent that they exceed or may exceed 30 per cent 
(class C) of the first class rates determined in the manner de- 
scribed in the Consolidated Southwestern Cases, 123 I. C. C. 
203 and 139 I. C. C. 535. The examiner said that the Commission 
would not be justified in affording affirmative relief to inter- 
veners from Michigan, Wisconsin, Pennsylvania and Dayton and 
Chillicothe, O. 

Crushed Soapstone Refuse 

No. 21237, Thilmany Pulp & Paper Co. et al. vs. Nelson & 
Albemarle et al. Examiner S. A. Aplin Rate oft one carload 
of crushed soapstone refuse, Loyd’s Siding, Va., to Kaukauna, 
Wis., inapplicable and shipment misrouted. Applicable rate 
$5.87 per net ton, over route of movement. Shipment misrouted 
by the Chesapeake & Ohio. Shipment should have moved via 
Manitowoc, Wis., on a rate of $5.27. Reparation of $43.69, from 
the C. & N. W. and $30.48 from the C. & N. O. recommended. 


Natural Gasoline 


No. 21245, Independent Oil Co. vs. Santa Fe et al. Examiner 
Horace W. Johnson. Rates on natural gasoline in tank carloads, 
points in Oklahoma to Pittsburgh, Johnstown, Altoona and Port- 
age, Pa., unreasonable to the extent they exceeded, exceed or 
may’ exceed 54.5 cents to Pittsburgh, 57.5 to Johnstown and 63 
to Portage and Altoona, Pa. Prescription of these rates for the 
future and reparation recommended. This report also embraces 
two sub-numbers, Independent Oil Co. vs. B. & O. et al., and 
A. D. Miller & Sons vs. Santa Fe et al. 


Switching Limits 

No. 21806, Metropolitan Coal Co. vs. Boston Albany. Ex- 
aminer J. M. Fiedler. Failure of defendant to include complain- 
ant’s plants on its Newton-Highlands branch in Brookline and 
Brighton, Mass., within the switching limits of Boston, Mass., 
unduly prejudicial. This report also empraces a sub-number. 
Brookline Coal Co. vs. Boston & Albany. Examiner recommended 
issuance of an order directing the removal of undue prejudice. 


Rock Salt 


No. 21650, Eastern Manufacturing Co. vs. Genesee & Wy- 
oming et al., and two sub-numbers, Same vs. Same and Same 
vs. Same. Examiner W. M. Cheseldine. Rates charged on 
rock salt, carloads, Halite, N. Y., to South Brewer, Me., unrea- 
sonable to the extent that it exceeded 27.5 cents, minimum 
80,000 pounds, but not to exceed the marked capacity of the 
car. Reparation recommended. 


Graphite Ore 


No. 21674, Smith Agency, Inc., vs. B. & O. et al. Examiner 
Joseph G. Cooper. Rates on graphite ore, carloads, Torres and 
Mreno, Sonora, Mex., to Birmingham, Ala., and Cincinnati, O., 
not unreasonable or otherwise unlawful, except that the rate to 
Cincinnati is unduly prejudicial to the extent it exceeds or may 
exceed 90 per cent of the rates contemporaneously maintained 
to Saginaw and Detroit, Mich. Order for the future recom- 
mended. 

Cement 

No. 21958, Sub.-No. 1, Oklahoma Portland Cement Co. vs. 
Arkansas Western et al. Dismissal recommended. Claim for 
reparation on shipments of cement from Ada, Okla., to Wal- 
dron, Alma, Dyer, Ozark, Dardanelle, Fort Smith, and Van 
Buren, Ark., barred by Rule III(s) of the Rules of Practice. 


Refrigeration Charges 


No. 19747, Morris Gofnick et al. vs. Rock Island. Examiner 
E. L. Glenn. Upon further hearing finding in former report, 


146 I. C. C. 796, that the refrigeration charges on a mixed car- 
load of carrots and parsley, Mercedes, Tenn., to Minneapolis, 
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Minn., were inapplicable, affirmed. Amount of reparation due 
complainants modified. Amount now recommended $48.37. 


Traction Crane 


No. 21520, Fugazzi Bros. vs. Carolina, Clinchfield & Ohio 
et al. Examiner John Davey. Rate charged on one traction 
crane, and parts, Ravenna, O., to Clearwater, Fla., inapplicable, 
component beyond Jacksonville being the Class N rate instead 
of sixth class. Reparation of $124.97 recommended. 


Shoe Leather 


No. 21776, Brown Shoe Co., Inc., vs. Southern Pacific et al. 
Examiner John Davey. Rate on L. C. L. shipments of shoe 
leather, San Francisco, Calif., to St. Louis, Mo., inapplicable. 
Applicable rate $1.875. Reparation recommended. 


Coal 


No. 21868, J. W. Remark Coal Co. vs. Pennsylvania and a 
sub-number, Same vs. Same. Examiner Lewis L. Prout. Dis- 
missal recommended. Demurrage charges collected at Akron, 
O., on shipments of coal from various interstate points of origin, 
applicable. 

Canned Grapefruit 


No. 21324, Fruit Products Co. of Florida vs. Atlantic Coast 
Line, and No. 21325, Same vs. Same. Examiner Joseph G. 
Cooper. Rates on canned grapefruit and canned grapefruit 
juice, carloads, Eagle Lake and Lake Alfred, Fla., to Tampa and 
Jacksonville, Fla., for interstate shipment by water beyond, and 
to destinations in West Virginia, Ohio, Indiana, Illinois, Michi- 
gan, Missouri, Iowa and Wisconsin, and to Richmond, Va., not 
unreasonable or otherwise unlawful in the past, but unreason- 
able for the future. The examiner.said the Commission should 
find the rates unreasonable for the future to the extent that they 
might exceed 35 per cent of the Appendix K-2 scale of the first 
class rates plus the Appendix L-2 arbitraries for Florida hauls 
as prescribed in Southern Class Rate Investigation, 113 I. C. C. 
200. 


COMMISSION ORDERS 


No. 16918, Chamber of Commerce of Kansas City, Mo., et 
al. vs. Aberdeen & Rockfish et al. The Topeka Chamber of 
Commerce has been permitted to intervene. 

No. 18725 (and Sub. No. 1), Ceramic Traffic Association 
vs. Pennsylvania et al. Proceedings reopened for further hear- 
ing solely with respect to damage and award of reparation to 
certain parties complainant. ° 

No. 19514, Simms Oil Company vs. T. & P. et al. Proceed- 
ing reopened for reconsideraion on the record as made. 

No. 22267 (and Sub. No. 1), Missouri Gravel Co. vs. Bur- 
lington et al. The Automatic Gravel Products Co. and Northern 
Gravel Co. have been permitted to intervene. 

No. 19943 (Sub. 1), North American Cement Corp. vs. Aber- 
deen & Rockfish et al. The effective date of the order of April 
1, 1929, in this case, has been postponed until further order of 
the Commission, and the proceeding assigned for further hear- 
ing September 10, 1929, 10 o’clock a. m., standard time, Wash- 
ington, D. C., before Examiner Hosmer. 

No. 17000, Part 9, Rate Structure Investigation, Livestock 
Western District Rates. Allied Packers, Inc.; Parker Webb 
Co.; Klinck Packing Co.; F. Schenk & Sons Co.; Western Pack- 
ing & Provision Co., and Chas. Wolff Packing Co. permitted to 
intervene. 

Finance No. 4555, Proposed Construction by Denver & Salt 
Lake Western. The time within which the Denver & Salt Lake 
Western and/or Denver & Salt Lake shall file said draft of 
contract or agreement has been extended to July 1, 1930. 

Finance No. 7439, Application of Great Northern for cer- 
tificate to construct an extension of its line of railroad from 
Klamath Falls, Ore., to Lookout, Calif. Good Railway Service 
Association permitted to intervene. 

Finance No. 7440, Application of Western Pacific for cer- 
tificate to construct a line from Paxton or Keddie to Lookout, 
Calif. Good Railway Service Association permitted to inter- 
vene. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Terminal et al., No. 20853, Northwestern Potato Ex- 
change, Inc., vs. Same, No. 19285, Salina Chamber of Commerce 
et al. vs. Santa Fe et al., No. 19778, Wichita Chamber of Com- 
merce et al. vs. Santa fe et al., No. 20728, Northwestern Potato 
Exchange, Inc., et al. vs. Abilene & Southern et al., and No. 
16613 (Sub. 1), Grand Forks Commercial Club vs. Ahnapee & 
Western et al. Petitions of defendants and intervener, North- 
ern Potato Traffic Association, for reopening and reargument, 
denied, and proceedings reopened for reconsideration on rec- 
ords as made. 

Finance No. 7238, In re application of New Orleans, Texas 
& Mexico to construct a line between Baton Rouge and New 
Orleans, La. The City of Baton Rouge, La., has been permitted 
to intervene, 
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Finance No. 7659, In re application of New Orleans 
albany & Natchez Railway to lease a line owned b 
Natalbany Lumber Co., Ltd. J. A. Howard et al. have pe 
mitted to intervene. 

Finance No. 7685, In re application of Wabash Railway ¢ 
authority to acquire control of certain cariers. The Chambe 
of Commerce of the City of Newark, N. J., has been permitted t, 
intervene. 

Finance No. 7698, In re application of Elizabeth Southe 
Railway to construct a line between Elizabeth and Kinder Lt 
The Gulf Colorado & Santa Fe and Jasper & Eastern haye each 
been permitted to intervene. 

Finance No. 7705, In re application of the C. M. St, pg 
P. R. R. to abandon its line between Worthington and Farley, la 
The Dubuque Shippers’ Association has been permitted to inter 
vene. 

No. 18718, American Window Glass Co. vs. B. & 0, et al 
and No. 19978, Standard Plate Glass Co. vs. B. & O. et a 
Petition of defendant, Pennsylvania Railroad, for reconsidera. 
tion, reargument and postponement of the effective date of the 
order, denied. 

No. 22281 (and Sub. No. 1), The Union Gas & Electric Con. 
pany vs. L. & N. et al. The Procter & Gamble Co. has beep Der: 
mitted to intervene. , 

No. 18908, Clay County Crushed Rock Co. et al. vs. Santy 
Fe et al. and No. 19002, Thomson Brothers Rock Co. et al, Vs 
Santa Fe et al. The effective date of the order entered in these 
proceedings on April 20, 1929, as subsequently modified has been 
postponed until August 5, 1929. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen % 
Rockfish et al., and No. 15900 (Sub. 1), Tidewater Portland 
Cement Co. vs. Aberdeen & Rockfish et al. These proceedings, 
in so far as they relate to interstate rates on cement from, to 
and within points in Florida and the relation between aij 
rates and the intrastate rates on cement within Florida, hag been 
reopened and assigned for further hearing October 2, 10 o'clock 
a. m., standard time, at Hotel Mason, Jacksonville, Fla., before 
Examiner Macomber. 

No. 18073, International Paper Co. vs. Alabama & Vicks. 
burg et al. The order entered in this proceeding on March 35, 
1929, has been further modified so that it will become effective 
on October 21, upon not less than 30 days’ notice, instead of 
September 17. 


No. 22267, Missouri Gravel Co. vs. Burlington. The Linwood 
Cement Co. permitted to intervene. 


No. 22415, Wichita Falls Chamber of Commerce et al. vs. 
Chicago & Eastern Illinois et al. Green Bay Traffic Association 
vs. Ft. Howard Paper Co.; Hoberg Paper & Fibre Co.; and North. 
ern Paper Mills permitted to intervene. 


Fourth section application No. 12877, fire clay, mortar, fur. 
nace or kiln lining, in the southwest. Petition filed by F. A 
Leland, agent, for a modification of supplemental fourth sec- 
tion order No. 9347, fire clay, mortar, furnace or kiln lining, in 
the southwest, entered September 17, 1928, sufficient justifica- 
tion not having been shown, denied. 

Fourth section application No. 12878, fire clay, mortar, 
furnace or kiln lining, in the southwest. Petition filed by F. A. 
Leland, agent, for a modification of supplemental fourth section 
order No. 9348, fire clay, mortar, furnace or kiln lining, in the 
southwest, entered therein, September 17, 1928, sufficient justi 
fication not having been shown, denied. 

No. 22020, Iola Cement Mills Traffic Association et al. ¥8 
Santa Fe et al. Monolith Portland Midwest Co. permitted to 
intervene. 


No. 22275, Procter & Gamble Co. et al. vs. Alton and South- 
ern et al. J. B. Williams Co. permitted to intervene. 
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SOUTHERN BRICK CASES 


The Commission, on further consideration in No. 18442, 
the matter of rates or brick and clay products and articles takine 
the same rates, intrastate within the state of North Carolina; 
No. 18448, a similar proceeding relating to rates on brick in 
Georgia, and No. 18444, pertaining to rates on brick in Alabams 
has come to the conclusion that when it issued orders in those 
cases, dated June 21, 1929 (see Traffic World, July 27, P- 217), 
it was not complying with the spirit of the cooperative agree 
ment existing between it and the state commissions. The orders 
required the removal of unjust discrimination on interstate com 
merce by a day certain. he 

After the orders were issued the point was made that t 
commissions of the three affected states had not had an oppor 
tunity to bring the intrastate rates into harmony with the ~ 
state adjustment. The Commission considered the matter an 
came to the conclusion that it should vacate or set aside 
orders so that there might be no question as to whether it 
lived up to the agreement with the state commissions. 
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LUMBER FROM WEST AND SOUTH 


The shyness exhibited last week by carrier representatives 

the joint hearing at Chicago, before Examiner Mohundro, in 
: cases attacking the rates on lumber from the Pacific coast 
- southern producing areas to Central Territory (see Traffic 
World August 3, p. 283), did not prevent them from marshaling 

rather formidable list of witnesses who could explain that 
all the rates attacked were neither unreasonable nor discrim- 
natory, When their time arrived. Although they had displayed 
» yillingness to efface themselves during the battle for markets 
iat marked the presentation of the complainant testimony, they 
made it clear this week that they had an interest in the pro- 
— testimony of the Southern Pine Association in docket 
99164 Was concluded August 2 by J. W. Roberts, who presented 
the results of the application of unit costs, as developed by 
Dr, M. O. Lorenz, of the Commission, in connection with the 
Hoch-Smith grain rate case, to the lumber traffic. His final 
result on a basis of a 50 per cent ratio of empty to loaded move- 
ment and an average loading for lumber of 27.5 tons produced 
, line-haul cost of 0.0326 cents a mile in the Eastern District, 
0319 cents in the Western District, and 0.0311 cents in the 
southern District. The cost of one terminal service a hundred 
unds for the respective districts was 3.6123 cents, Eastern 
District; 3.8123 cents, Western District, and 2.4505 cents in 
the Southern District. According to his testimony, those 
figures might properly be used in the _ construction of 
ymber rates in the various districts. Their significance 
was that they equated operating conditions to traffic handled, 
establishing a measure of .the relationship that should exist as 
between the three territories. 

Even so, it was still possible for C. L. Hinnant, assistant 
general freight agent, Atlantic Coast Line, to say: “It is well 
known that transportation conditions in Official Territory are 
more conducive to a low level of rates than in Southern 
Territory.” The equivalent of that was repeated a number of 
times by other southern carrier witnesses. 


The carrier representatives uniformly defended the exist- 
ing adjustment, contending that the rates were reasonable and 
non-discriminatory, each witness depicting the adjustment as it 
applied to his individual line, the historical background and 
other pertinent facts. The entire adjustment from the south 
was described as closely integrated, and it was maintained that 
any changes contemplated should be viewed in the light of the 
complete picture. In general, it was their position that the 
competitive situation had been such that the rates had been 
held well below the level of maximum reasonable rates, and 
that the relationships, established over a long period of years, 
were not only essential from the railroad standpoint but equally 
80 to the lumber industry. In addition, it was pointed out that 
the adjustment on yellow pine was somewhat related to that 
applicable to shipments of hardwood from Tennessee and other 
hardwood sections north of the Yellow pine belt, from which the 
rates Were not involved. 


The entire adjustment from southern producing regions to 
(. F. A. Territory is based on combinations on Cairo, IIl., ac- 
cording to the testimony of J. L. Sheppard, general freight 
agent, Illinois Central, and has been held down both by early 
competition with northern white pine and the prejudice against 
yellow pine originally felt by the consuming public. According 
to him, the rates to Cairo were subnormal as the result of “the 
severest kind of carrier competition which focussed there.” 
Further, the lowest combination via any of the Ohio River 
crossings was applied via all the others. He and other wit- 
hesses showed that portions of the adjustment had repeatedly 
been reviewed by the Commission. “The history shows that, 
ftom the time of this intense competition down to date, there 
have been no changes in the Cairo rates except as specifically 
prescribed by the Commission, or, in other words, the present 
tates are the present equivalents of the 1900 rates,” Mr. 
Sheppard said. Illustrative of their low level, he presented 
an exhibit showing the rates from representative points along 
his line to Cairo, which showed that their average was 21% 
cents, for an average distance of 500 miles. That was com- 
_ to rates beynod Cairo into C. F. A. Territory which ranged 
al 16 cents to 31% cents, for an average distance of 499 


oe Somewhat similar testimony was presented by E. L. 
ny assistant to vice-president, L. & N., with specific 
fegr-o to the adjustment along his line. “It is fair to say,” 
- ee that the rates attacked in docket 22164 from points 
; —— as they are today, havé been before the Commission 
neliane of times and reflect only such changes as have been 
be die or authorized by that body.” A good many of them, 
ine ee were now before the Commission in another proceed- 
to tak © so-called Adams-Bank case. The position he wished 

€, he explained, was the same as in the Adams-Bank case 


—that the rates were not unreasonable or otherwise unlawful. 
“We are very greatly concerned about the outcome of these 
cases,” he said. With the exception of coal, forest products 
provided greater tonnage to the L. & N. than any other com- 
modity, according to him. In the 9-year period from 1920 to 
1928, forest products provided from 15 to 20 per cent of the 
traffic of the carriers in the southern region as a whole, he 
showed, and in 1928 produced revenue in excess $82,000,000, 
out of a total of approximately $625,000,000. “We do not want 
any change that will take the business to any other region or 
that will reduce our revenue,” he said. The fact that the revenue 
of their individual lines had at no time in recent years supplied 
a return on investment of 534 per cent to which they felt they 
were entitled was generally referred to by the carrier repre- 
sentatives. 

Following the introduction of a number of exhibits com- 
paring the earnings produced by lumber rates with that pro- 
duced by rates applicable to other commodities, Mr. Drescher 
pointed out: “Some of them yield less than the present equiva- 
lent of what the Commission said it regarded as the minimum 
limit of revenue for carload traffic, and many of them produce 
only slightly more than this. The figure I have in mind in this 
connection is 7% mills a ton-mile, which is the modern equiva- 
lent of the 5 mills the Commission referred to in the salt 
cases of 1922.” He computed his earnings on the basis of an 
average loading of 25.5 tons a car—a matter on which there was 
little agreement, representatives of the Southern Pine Associa- 
tion having used 27.5 tons, and others having ranged anywhere 
from less than 25 tons to approximately 30 tons. 

Little detailed testimony was presented on behalf of the 
southern carriers with respect to the rates attacked in the 
complaints of the Pacific Coast shippers. “Strange as ‘it 
may seem,” said W. N. McGehee, counsel for the Southern 
Railway, “we will rely in part on some of the testimony intro- 
duced by the complainants in docket 21999, and to some extent 
that of Mr. Moore (traffic manager, Southern Pine Association) 
in support of their contention that the rates from the west 
should not be changed. The opinion was expressed that, if 
reductions in the rates from the Pacific coast were allowed, 
that might force reductions from the south. While there had 
never been any fixed relationship between the rates applicable 
from the two origin territories, it was pointed out by the 
southern railroad representatives that “our shippers tell us 
there is now keen competition in C. F. A. with Pacific coast 
lumber.” 

In so far as the testimony of Central Freight Association 
carriers had been presented, that was principally of a historical 
nature for the purpose of showing that the rates into the ter- 
ritory both from the west coast and from the south were on a 
low basis, due to the competitive situation and other factors, 
with emphasis on the fact, they contended, that the rates in 
their territory had not received the full advances applicable 
generally to traffic under the percentage increases. . 

As to the so-called “hump” at the Illinois-Indiana line on 
the traffic from the west, it was explained by M. S. Connelly, 
of the Pennsylvania, that that was a reflection of the adjust- 
ment prior to the publication of joint through rates, and that 
“the same thing exactly applies at Ohio River crossings from the 
south.” 


CONTAINER CAR SERVICE 


A comprehensive argument in favor of the retention and 
extension of the container car service has been filed in behalf 
of the New York Central, the originator of that service, by 
Clyde Brown and C. A. Halpin, in No. 21723, in the matter of 
container service, and I. and S. No. 3198, merchandise in steel 
shipping containers, loaded on container cars, between St. Louis, 
Mo., and western and southwestern points. The brief says that 
an examination of the abstract of testimony will be more con- 
vincing as to the propriety of extending the service through 
the tariffs now suspended than any argument which may be 
made. No objection, it asserts, is to be found to the container 
car service as an operating proposition. 

“It is everywhere commended,” says the brief, “and even 
the objectors to the tariff do not deny that it may be a sub- 
stantial contribution of the problem of handling less-than-car- 
load freight. The commendation of the shippers who have used 
the service is universal,and the evidence shows it is used not 
merely because there may be a rate advantage, but because it 
saves loss and damage, is handled in a more expedited way, 
and, in other ways, contributes to the public advantage. 

“There are objections to the rate basis now in effect on 
the New York Central and to the extension of the service in 
the tariffs now under suspension but there is not a single alter- 
native suggestion as to any other basis, except that the Penn- 
sylvania after long delay evolved a table of rates which, at 
first appearance, presents a somewhat logarithmic aspect and 
has the appearance of some novelty, but finally turns out to be 
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a series of multiplications which amount to an application of 
third class rate in container car service. Other railroads, such 
as the Erie, the Lackawanna and the New Haven, merely pre- 
sented rate comparisons which proved what was already evi- 
dent that in numerous instances, particularly in the application 
of the higher brackets of the container car rates, the result is 
to cut the fifth class rate and, in some instances, the sixth 
class rates. What should be done about this, neither the Erie, 
nor the Lackawanna, nor the New Haven undertakes to say.” 

This improvement in the method of handling L. C. L. mer- 
chandise, Messrs. Brown and Halpin said, was at first received 
by competitors of the New York Central with indifference and 
its operation in a period of several years was viewed by them 
with “listless languor.” 

“The New York Central was spending its money and was 
apparently not accomplishing anything,” says the brief. “Such 
a situation was, of course, a matter invoking the sympathies of 
the competitors of the New York Central, but not inspiring 
imitation. 

“It was not until the forwarding companies began to be in- 
terested in the service that the attitude of the competitors of 
the New York Central changed. These forwarding companies 
control freight and when it was learned they were about to 
deposit some of it in containers operated over the New York 
Central, the situation called for action. A protest was filed 
with this Commission asking for the suspension of the further 
tariff filed by the New York Central and the Lehigh Valley.” 

At that time, the brief said, the New York Central had 
invested $1,000,000. The tariffs were allowed to go into effect 
after consideration by the Commission which, the brief asserted, 
had before it practically all the criticisms, whether substantial 
or unsubstantial, put into the record in this case. After the 
Commission refused to suspend that tariff, it was pointed out, 
the New York Central increased its investment in this special 
equipment $2,622,910. 

“Of course,” say Messrs. Brown and Halpin, “we do not 
contend that the Commission is estopped from reversing itself 
if the statutory mandates under which it is acting require it 
and if it is convinced that it has previously made a mistake. 
But it is certainly a matter. of serious consideration that the 
Commission should have permitted the New York Central to 
have gone on with its program and to have made large expen- 
ditures of capital which, if this service is to be discontinued, will 
be destroyed.” 

The brief asserts that only competing railroads object to 
the service; that there is nothing illegal about it and that the 
forwarding companies, under the decisions of the Commission 
and the courts, are entitled to use it. It says that lawfully the 
railroad could not take the place of the forwarders of freight. 


PETITIONS FOR REHEARING, ETC. 


No. 19805, Southern Creosoting Industries vs. Alabama Great 
Southern et al. Complainant asks for reopening of this pro- 
ceeding with leave to submit further evidence which shall not 
be merely cumulative. 

No. 19072, Chapman Price Steel Co. vs. Santa Fe et al. 
Complainant asks for reopening for the purpose of rehearing 
and for further hearing of this cause with respect to the allega- 
tions under section 1 of the act and for the purpose of awarding 
reparation and damages under Sections 1 and 3 of the said act. 

I. and S. No. 3301, proportional rates on grain products from 
Illinois junctions to points in Central territory. Respondents ask 
for further hearing or for leave to take depositions. 

No. 17805, Colbert Limerock Asphalt Co. et al. vs. Alabama 
Central et al. Complainants ask for an order requiring de- 
fendants hereto to establish a just, reasonable, non-discrimi- 
natory and otherwise lawful scale of rates on limestone contain- 
ing 2% per cent or more asphalt from Colrock and Margerum, 
Ala., to all points in the so-called Florida peninsula south of the 
Seaboard Air Line, Jacksonville to River Junction, Fla., and East 
of Apalachicola River. 

No. 17000, Part II, Rates on sand, gravel, crushed stone and 
shells within southwest, No. 9702, et al., Memphis-Southwestern 
Investigation and proceedings reopened therewith, No. 16002, 
Roy A. Gibson vs. Kansas City Southern et al., and No. 18702, 
Tennessee-Arkansas Gravel Co. vs. Missouri Pacific. Southwest- 
ern lines ask for modification of report and orders and for re- 
opening and reconsideration. P 

No. 14617, and associated cases, Acme Brick Co. et al. vs. 
Alabama & Mississippi et al. Defendants ask for postponement 
of effective date of order, heretofore entered, to December 26, 
1929. 

I. and S. No. 3118, Minimum per car charge on peddler 
cars used for packing-house products from, to or between 
Arizona, California and New Mexico. Blayney-Murphy Com- 
pany, protestant, asks the Commission to modify its decision 
or grant a rehearing. 

No. 17000, Part 9, rate structure investigation, livestock 
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western district rates. The Allied Packers, Inc., Parker W 

Company, Klinck Packing Co., F. Schenk & Sons (Co on 
Wolff Packing Co., and Western Packing & Provision Co h : 
asked for permission to intervene therein. ae 

No. 15750, and related cases, Prairie Pipe Line Co et al 
vs. Arkansas Western et al. Complainants ask for modificatin 
of report on reconsideration. - 

No. 21109, Perrine Armstrong Co. vs. Pennsylvania. Co 
plainant asks for reopening for further hearing under shen 
ened procedure in relation to Rule 77 of Tariff Circular 18-4, 

No. 20426 (and Sub. 1), Salina Chamber of Commerce 
al. vs. Arkansas Western et al. Defendants ask for modifi, 
tion of order. 

No. Ex Parte 96, Through Routes and Joint Rates jp. 
tween Inland Waterways Corporation and other Common Car. 
riers. Eastern Trunk Line and New England Carriers ask fo 
modification of the order by adding an additional proyigig, 
thereto. 

Finance No. 7298 and 7299, operation and abandonment of 
passenger terminal facilities at Cleveland, O., by the W. & LF 
Ry. The Pittsburgh & West Virginia Ry. Co., intervener, asks 
for modification of the Commission’s order so as to change the 
date when it shall take effect to a date not less than 30 days 
from and after July 23, 1929. 

I. and S. No. 3130, classes and commodities in the soutp. 
west. The Wichita Chamber of Commerce has asked the (Cop. 
mission to vacate its order with respect to rates on Classes 
and commodities between points east of the Illinois-Indiang 
state line and points in Oklahoma. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs, Ark. 
ansas Harbor Terminal et al. The Northern Potato Traffic As. 
sociation, intervener, asks for reopening and reconsideration 
by the whole Commission. 

No. 21001, S. J. Peabody Lumber Co. vs. Pennsylvania, 
Complainant asks for reopening for further consideration. 


SOUTHWEST GRAIN SITUATION 


Under date of August 1, a bulletin of the car service division 
of the American Railway Association directed to the members 
of the Southwest Shippers’ Advisory Board announces that the 
wheat harvest is now over in that territory and reports indicate 
that 80 per cent of the crop in Texas and Oklahoma has been 
forwarded from origin points. In part, it continues as follows: 


Our information is that every bit of storage space of consequence 
in the territory is being utilized or contracted for. There appears to 
be a strong tendency on the part of producers and country dealers to 
hold back further shipments for better prices or until satisfactory 
storage can be secured. 

As of July 31 there were 4,492 cars at Galveston loaded with grain, 
4,518 in transit for that port; 1,156 cars at Houston and 952 in transit 
for that port. These accumulations have been increasing from day 
to day since embargoes were placed against these ports, due to heavy 
diversions made before the embargoes became actually effective but 
not included in the transit account until after inspections were made. 
It is estimated that between 500 and 1,000 more cars will be added to 
these accumulations before all diversions are counted, but reductions 
are being made daily through export forwardings, although the volume 
of exports during the last half of July have been very much less than 
port receipts. 

There are rather heavy car accumulations at some of the larger 
interior points, but these should be gradually reduced from now 0D 
through unloadings, reconsignments and diversions to widely scattered 
destinations. 

On account of the constantly increasing grain receipts at Gal- 
veston and Houston over export forwardings, with no definite prospect 
in sight of adjusting this out-of-balance situation, it became necessary 
to embargo export grain moving to both of these ports in order to 
avoid further car accumulations which threaten to seriously inter- 
fere with the free movement of other traffic. f 

The Houston embargo is on a permit basis and was placed before 
ear accumulations became excessive and was designed to prevent 4 
congestion of transportation facilities with grain that had no imme- 
diate outlet. The Galveston situation had already become acute and 
the embargo set up there was absolute against all grain except that 
for milling and manufacturing purposes which could be unloaded o 
arrival. 

At a meeting today of all interests at Galveston consideration Was 
given to the question of releasing shipments of grain other than wheal 
for that port upon proper evidence of actual sale, definite steamer 
engagement and assurance that cars will be released immediately 
arrival. It was the unanimous judgment that such shipments, under 
the conditions imposed, could be handled without interfering with the 
wheat program. The Galveston railroads will, therefore, amend ae 
embargoes, effective August 2, to conform to this recommendation and 
permits on this basis will be issued by D. R. Swain, Galveston, after 
applications have been verified by elevators handling. 


THEFTS FROM INTERSTATE COMMERCE 


A report has been received at the Department of Justice 
from Columbus, O., that Howard A. Lerch and Howard B. Dav 
son, have entered pleas of guilty and have been sentenced t 
serve 18 months in the federal penitentiary at Atlanta, Ga. 
the charge of taking merchandise from express cars on Ut 
tracks of the railroad at that point! Two others alleged to 
have been implicated in this theft of merchandise from inte 
state commerce, Harry L. Sexton and Joseph R. Whirley, have 
entered pleas of not guilty but their cases have not yet come 
to trial. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


from Reporters and Digests of National Reporter System, 
(Digests toned io West Publishing Co., St. Paul, Minn. Copyright, 
P 1929, by West Publishing Co.) 


Res tte tiaii aaa 


(Circuit Court of Appeals, Ninth Circuit.) Provision of af- 
freightment contract, “expected time of loading late March/early 
pril,” held not a warranty, but nothing more than a representa- 
tion; “to expect” meaning to look forward to as certain or prob- 
able—Petroleum Export Corporation et al. vs. Kerr S. S. Co., 
inc, 32 Federal Reporter (2d), 969. 

The court cannot make a new contract for the parties to an 

sfreightment contract by inserting intended provision for space 
to make shipment within time provided in shipper’s contract of 
sale.—Ibid. 
-* libel for breach of affreightment contract, testimony that 
respondent would not have entered into contract except for 
assurance that ship would arrive at port of shipment for loading 
on or about certain date held inadmissible as varying terms of 
written contract; provision, “expected time of loading late 
Yarch/early April,” not being equivalent to agreement that ship 
would arrive on such date.—Ibid. 

Decree against three .stockholders of export corporation, 
sued by steamship company for breach of affreightment contract, 
in stated sum and “amounts respectively reported due from each 
and all of them,” held void for uncertainty.—Ibid. 

Sum of $3.12, to which liability of three stockholders of export 
corporation, sued by steamship company for breach of affreight- 
ment contract, was limited, held too trifling to merit considera- 
tin by the Circuit Court of Appeals.—Ibid. 








Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) On application by motor carrier 

to increase its equipment, before convenience and necessity is 
shown to exist, it must be shown that facilities for increased 
business do not exist in territory by any other motor transporta- 
tion Ccompany.—Reed et al. vs. Public Utilities Commission, 166 
North Eastern Reporter, 803. 
_ On application by motor carrier for permission to increase 
ils equipment, evidence, that with equipment of protestant it 
would be physically impossible to transport additional tonnage 
for transportation for which Public Utilities Commission found a 
convenience and necessity to exist, affirmatively showed present 
inability of protestant to haul additional tonnage demanded by 
lecessity and convenience of territory, though no witness testi- 
fed that he called on protestant to transport tonnage and that 
sich transportation was refused because of protestant’s inability 
‘0 make transportation.—Ibid. 





(Supreme Court of Washington.) Holder of certificate of 
public convenience and necessity to operate ferry under Laws 
1827, p. 382, cannot be required to establish and maintain new 
stvice over a different route at a loss as condition precedent to 
holding existing route free from competition.—Puget Sound Nav. 
(o. vs. Director and Supervisors of Department of Public Works 
of Washington et al., 278 Pacific Reporter, 189. 

What territory is already served by holder of certificate of 
—_ convenience and necessity to operate ferry under Laws 
: ',D. 382, is fact question, necessitating consideration of eco- 
omic conditions, such as kinds, means and methods of travel, 
te and Possible population, restoration and increase of dis- 
te ued business, etc., which must be determined in first in- 

lee by department of public works.—Ibid. 

Com - superior court has no original jurisdiction, under Rem. 

ttcar tat., Section 10428, to decide whether application for cer- 

i ara necessity to operate ferry, under Laws 1927, page 382, 

een? already served by certificate holder, but should 

smaeta case to department of public works with instructions to 
in such fact, if involved.—Ibid. 
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The department of public works being inferior tribunal cre- 
ated by statute, it cannot be presumed, in favor of its exercise 
of power under Laws 1927, page 382, to grant certificate of pub- 
lic convenience and necessity to operate a ferry, that it found 
that territory was not already served by a certificate holder, but 
everything must appear in the record.—Ibid. 





(Supreme Court of North Carolina.) Sovereign alone, acting 
through attorney-general, can institute proceeding to forfeit rail- 
road charter under C. S. Section 3456, on ground that company 
did not begin construction of road within three years after filing 
certificate of incorporation—Brummitt, Atty. Gen., vs. Snow Hill 
Ry. Co., 148 South Eastern Reporter, 444. 

State having acquiesced in default of railroad in delaying 
beginning construction by Pub. Local Laws, Extra Sess., 1924, 
c. 89, held to have waived default, and therefore cannot have 
charter forfeited under C. S. Section 3456.—Ibid. 





(Court of Appeals of Kentucky.) Though person may have 
right under the federal Constitution to travel and transport prop- 
erty upon highways by motor vehicle, he has no right to make 
highways his place of business by using them as common carrier 
for hire.—Slusher vs. Safety Coach Transit Co., 17 South West- 
ern Reporter (2d), 1012. 

Use of public highways for purposes of private gain is special 
and extraordinary and generally may be restrained, prohibited, 
or conditioned as legislative power may prescribe without vio- 
lating any provisions of state or federal Constitution.—Ibid. 

Those who avail themselves of regulations of motor trans- 
portation for hire and observe such regulations must be pro- 
tected from unfair competition by those who do neither.—Ibid. 

Under Ky. St. Supp. 1928, Sections 2739j1-2739j41, providing 
for the regulation of motor transportation over public highways 
for hire, and expressly reserving to taxicabs the right pursuant 
to private contracts to carry passengers on casual trips, taxicab 
driver has no right to engage in destructive and forbidden compe- 
tition with authorized carrier by seeking out and picking up 
prospective passengers at any place or time suiting his conven- 
ience.—Ibid. 





(Court of Appeals of Kentucky.) Though city cannot exact 
a license fee or tax of non-residents who merely pass through 
city, it can require non-residents who carry on taxi business in 
city to pay such license fee or tax.—Commonwealth, for Use and 
Benefit of City of Hazard vs. Kelley, 17 South Western Reporter 
(2d), 1017. 

Persons operating taxi business, and actually engaged in 
doing business within city, though residing and having their sta- 
tions outside city, are subject to whatever fees and regulations 
city may impose on taxicabs doing business wholly within city. 
—Ibid. 

City had power under Ky. St., Section 3490, Subsec. 15, to 
require liability insurance as condition precedent to obtaining a 
license to operate taxicab within city, there being nothing in Ky. 
St. Supp. 1928, Section 2739j27a, limiting power of municipality 
in such respect.—Ibid. 

Power of municipal corporation to grant licenses and im- 
pose fees or taxes may be conferred on it to be exercised either 
under police power for purposes of regulation, or under its power 
of taxation for purposes of revenue, or to be exercised under 
both the police power and taxing power.—Ibid. 

Requirement of city ordinance for liability insurance as con- 
dition precedent to obtaining license to operate taxicab held not 
an unreasonable exercise of police power.—Ibid. 





(Supreme Court of Wyoming.) That carrier makes contract 
in every case in which he transports property over state high. 
ways is fact to be considered in determining whether he is a 
private or public carrier, but does not necessarily determine that 
point, since contracts might be made simply to escape duties of 
common carrier by subterfuge—Weaver vs. Public Service Com- 
mission of Wyoming, 278 Pacific Reporter, 542. 

Main criterion as to whether one is public carrier depends 
on whether he holds himself out as ready to serve every one of 
the public alike to the limit of his capacity, and within the sphere 
of the business required of him.—Ibid. 

In determining whether transportation company, entering 
into separate contracts for transportation of oil well equipment, 
was common carrier, under Laws 1927, c. 98, Section 1, court 
could not assume that contracts made in individual cases were 
merely for purpose of subterfuge and pretense.—Ibid. 

One engaged in business of transporting personal property 
and especially oil well equipment by motor vehicle for various 
persons for compensation determined by separate contracts, 
reserving right to refuse to enter into contracts to transport 
property, held not “common carrier,” within Laws 1927, c. 98, 
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Sections 1-6, pertaining to regulation by Public Service Commis- 
sion of transportation companies.—Ibid. 

State does not own highways in proprietary capacity, but 
merely has right to regulate their use under police power, to 
promote safety, peace and general welfare of the people, since 
highways exist for benefit of the public at large.—Ibid. 

Right to make contracts is both a liberty and a property 
right, and is within constitutional guaranty of protection against 
taking of liberty or property without due process of law, under 
Const. Art. 1, Section 6, and arbitrary and unreasonable restric- 
tions or regulations on that right are void.—Ibid. 

Under Const. Art. 1, Sections 2, 6, 7, 33, legislature may not 
prohibit occupations, unless they are detrimental to the public 
welfare.—Ibid. 

Under Const. Art. 1, Sections 2, 6, 7, 33, guaranteeing due 
process of law, and providing that private property shall not be 
taken or damaged without compensation for public use, regula- 
tions made in connection with use of highways, whether made 
by municipalities or by the state, must be reasonable, and oper- 
ate with equality, and have some tendency to accomplish end in 
view.—Ibid. 

Power of legislature or municipality in proper cases in reg- 
ulation of use of highways may even extend to prohibiting use, 
and legislature may require private carrier to become subject 
to regulations appropriate to that kind of carrier, within provi- 
sions of Const. Art. 1, Sections 2, 6, 7, 33.—Ibid. 

It is for the courts to determine in the first instance 
whether or not legislature has right to prohibit use of highways 
in particular case, and whether or not regulation which goes to 
extent of prohibition is reasonable, under Const. Art. 1, Sections 
2, 6, 7, 33.—Ibid. 

Laws 1927, c. 98, Sections 1-6, prohibiting transportation 
companies, operating motor vehicles used in business of trans- 
portation of persons or property for compensation, from trans- 
porting goods or persons for hire, except in compliance with act, 
and authorizing Public Service Commission to fix rates, rules 
and regulations, and supervise their accounts, service and safety 
of operation, and requiring filing of reports and certificate for 
operation, held void, under Const. Art. 1, Sections 2, 6, 7, 33, as 
applied to private carriers, because unreasonable.—Ibid. 


Laws 1927, c. 98, Sections 1-6, regulating transportation of 
persons and property for compensation, and requiring certificate 
for operation of motor vehicles by transportation companies on 
highways, and subjecting transportation companies to supervi- 
sion and regulation of Public Service Commission, held void un- 
der Const. U. S. Amend. 14, as to private carriers, as converting 
them into common carriers against their will.—Ibid. 





(Supreme Court of Washington.) Sovereign right of state 
of Washington in and to navigable waters adjoining port of 
Seattle held subject to paramount power of federal government 
to regulate navigation and commerce between states and foreign 
countries.—Luckenbach S. S. Co., Inc., vs. Denney, State Direc- 
tor of the Department of Public Works, et al., 278 Pacific Re- 
porter, 419. 


Authority to regulate and control interstate commerce cannot 
be divided, and authority of United States is absolute.—Ibid. 

Where steamship company’s pier in navigable waters at port 
of Seattle was used only in its own interstate commerce carry- 
ing business, and rates and charges made for its wharfage where 
rates and charges affecting only interstate commerce, state was 
unauthorized to require company to file annual reports and pay 
fees in connection therewith and furnish statistical data required 
by Public Service Law 1911 (Laws 1911, p. 538), since attempted 
regulation would be a direct burden on interstate commerce, 
notwithstanding that company’s pier performed such public serv- 
ices as constituted it in a way a public dock, Laws 1895, p. 527; 
Laws 1927, p. 531, Section 132, adopted in pursuance to Const. 
Art. 15, Sections 1, 2, being unavailing, field of operation over 
pier being entirely occupied by federal legislation and regula- 
tions, since, if federal interstate commerce regulations, do not 
apply to steamship company as wharfinger, Shipping Board Act 
of Congress 1916, 46 USCA, Sections 817-820, does.—Ibid. 

State is deprived of any authority to regulate utilities, where 
field of operation is entirely occupied by federal legislation and 
regulations.—Ibid. 


RAILWAY ACCIDENT STATISTICS 


In an effort to establish identical criteria to be applied in 
compiling uniform and comparable railway accident statistics 
throughout the world, the International Labor Office has pub- 
lished a report based on existing systems in twenty-one coun- 
tries. Underlying principles of classification, the experts find, 
are much the same in most countries, but specific groups do 
not coincide sufficiently to allow satisfactory comparison. After 
a-thorough analysis of methods used, the authors of the report 
have embodied their main criteria in a comprehensive classifica- 
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tion scheme, based on fundamental principles employeg in th 
countries studied. 

Under the proposed classification, separate headings , 
given for accidents and casualties, and for each sub-divisig 
only one criterion is applied, in order to insure absolute on 
parability and a clear demarcation. ad 

Railway operation accidents are grouped according to th 
nature of the disturbance—derailments, collisions—where), 
movement and none movement accidents are distinguished, Th 
main groups are then subdivided into accidents due to detec 
of equipment or of premises, or to the acts or failures to act 
of employes. A further subdivision introduces the Tolling stoc; 
involved and the place or local circumstances under which 
the accident occurred. 

Casualties resulting from railway operation accidents a, 
classified according to the same scheme as the accidents then. 
selves, and included in the same tables. 

Casualties not resulting from railway operation accidents 
are tabulated as movement and non-movement casualties, jp 
which only one criterion is applied. Here a classification by 
occupations is regarded as indispensable, and will in many cage; 
specify the nature of the work during which the accidey 
occurred. 

In order to obtain a clear idea of the origin of the accident 
however, there was included as an additional criterion the raj) 
way operation, or the nature of the work or personal job. The 
inherent risk of the work is, therefore, brought out by 
ordinating these two criteria, operation and nature of work 
Local circumstances entailing special degrees of exposure ar 
suggested as a third criterion to be applied in the subdivision, 

The report, as a whole, is confined to the industrial risks 
of railway employes only, and deals specifically with the problen 
of eliminating incomparability. The main sources of variation 
appear to lie in the methods of defining reportable accidents 
and casualties, of demarcating industrial railway risk, of calcu. 
lating exposure, and of making classifications by causes. Chap- 
ter I, therefore, treats the demarcation of railway risk, and 
discusses separately the statistical units, the industrial risk, 
the railway risk groups, and the employment risk groups. 
Chapter II is a study of railway accident exposure, the average 
number employed, or man-hours worked, and the mileage m 
are its subdivisions. Chapter III deals with classification by 
causes—classification of accidents and casualties, and the pro 
posed classification scheme. 

Notes on the statistics of railway accidents in the twenty. 
one following countries constitute the appendix: Australia, Aus- 
tria, Belgium, Bulgaria, Canada, Czechoslo#akia, France, Ger. 
many, Great Britain, Hungary, Italy, India, Japan, Holland, 
Norway, Poland, Portugal, Rumania, Sweden, Switzerland, and 
the United States. 


COOPERATION IN CUTTING CLAIMS 


(Editorial in The Traffic Manager, published by the Portland, Ore, 
Industrial Traffic Club) 

There is probably no point of contact between the ship- 
pers and common carriers which is productive of more col 
troversy, misunderstanding and embarrassment than that arising 
from the settlement of claims, especially loss and damage 
claims. 

When we. take into consideration the fact that there are 
something like 1,000,000 cars of freight loaded weekly, saying 
nothing of boat cargoes and automotive freight, we must expect 
more or less damage from numerous incidents that are Ww 
foreseen. 

It is indeed gratifying to note the decrease in loss and 
damage claims of 5.6 per cent in 1928 as compared with 192. 
This is evidence that the carriers and shippers are co-operating, 
the shipper using better packing methods and the carriers hat 
dling the shipments more cautiously. 

This claim situation is one in which both shippers ad 
carriers are vitally interested. On one hand, a shipment does 
not reach the consignee in good condition, the firm has 4 dis 
satisfied customer. While the loss in dollars and cents may 
be recovered via the claim channel, that does not satisfy the 
customer who wanted the merchandise. 

On the other hand, the shipper is dissatisfied because the 
carrier did not deliver the merchandise in the same condition 
as it was tendered for transportation; therefore it peg 
shippers to see that their goods are properly packed, en 
and the bill of lading made legible so there will be no questi 
as to correct consignee, destination and commodity. ; 

Claim conferences which are now being held by poh 
riers are proving exceedingly valuable to all concerned and ¥°, 
therefore, urge that every shipper offer co-operation. 


PACIFIC CAR DEMURRAGE : 
The report of the Pacific Car Demurrage Bureau for Juvé 
1929, shows 21,125 cars held overtime—a percentage _. . 
as against 21,606—a percentage of 07.02—for June, 1928. 
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This Rate-Making Business 


standing Rate Committees, Successors to the District Committees of Wartime, Now an Integral Part 
of the Carriers’ Organization—Shippers Have Opportunity to Voice Agreement or 
Objection to New Rates Before They Are Published 


By R. J. BAYER 


In its decision in the western classification case, I. and S. 
76, in December, 1912, the Interstate Commerce Commission 
said some pointed things about the way classification matters 
ought to be handled by the railroads. It said the antiquated 
methods heretofore used “must be changed to meet the 
present situation” and that it was “especially important 
that “full public hearings” be given to proposals for classi- 
fcation changes. The 
admonition brought 
about the organization 
of the classification com- 
mittees as they exist at 
present, but it also had 
an important by-product. 
It required no great gift 
for prophecy on the part 
of the railroad execu- 
tives to foretell that a 
similar situation would 
eventually arise in the 
making of freight rates, 
s0 destiltory attempts to 
organize territorial rate 
committees were made in 
the succeeding years. It 
is notable, for instance, that a func- 
tioning rate committee was in exist- 
ence in southwestern territory long 
before the period of federal control, 
which period is associated in most 
minds with the birth of the rate com- 
mittee idea. 

As a matter of fact, little perma- 
nent progress along those lines was 
made previous to the war-time tak- 
ing over of the railroads by the gov- 
emment. The organization of the 
railroads under the director-general 
included a series of regional freight 
trafic committees that considered 
traffic problems and rates in allotted 
territories. These were made up not only of railroad traffic 
men—the shippers were represented on each. It is probable 
that the inclusion of shippers’ representations was the result 
of those provisions of the federal control act that made the 
Director-General the sole judge of the propriety of newly 
made rates, and took from the public the remedy of seeking 
and obtaining suspension by the Commission. It was felt 
that, since a rate once filed was not subject to suspension, 
shippers ought, in fairness, to have some voice in the making 
of the rate before filing. 


Peacetime Committee Reorganization 


_ With the return of the railroads to private ownership, 
in 1920, the rate committees, considerably modified, were 
retained. Their value had been demonstrated in the federal 
‘ontrol period. The carriers reorganized these committees 
*n a territorial basis and eliminated therefrom shippers’ rep- 
‘sentation. The right of suspension, of course, again be- 
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Chairman Transconti- 
nental Freight Bureau 
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came operative with the cessation of federal control. 

There are at present nine rate committees in operation 
in the United States, in territories corresponding to their 
names. They are: Central Freight Association, Illinois 
Freight Association, New England Freight Association, 
Southern Freight Association, Southwestern Freight Bu- 
Texas-Louisiana Tariff Bureau, Transcontinental 

Freight Bureau, Trunk 
Line Association, and 
Western Trunk Line 
Committee. 

The organizations 
listed have duties wider 
than the making of 
rates, all of them; for 
example, being tariff 
publishing agencies. In 
_ each, however, the work 
of the standing rate 
| committee is an impor- 
— ss tant factor. Although 
there are some details in 
which the work of these 
committees varies, the 
general procedure is 
fairly well standardized. For pur- 
poses of outline, the method of the 
Western Trunk Line Committee may 
be considered as typical. 


reau, 





A. C. FONDA 


Chairman Texas-Louisi- 
ana Freight Bureau 


Rate Committee Procedure 


In the first place, it is the prac- 
tice to docket every proposal for a 
rate change that comes in to the 
office of the committee. No attempt 
is made to sift the merits of the 
proposal before docketing it, regard- 
less of how obviously impracticable 
it may be. The docket thus made up 
gets wide publicity. Most of the 
committees maintain limited lists 07 
shippers’ organizations to whom the dockets are mailed, but 
the chief medium of dissemination is through the columns 
of the Daily Traffic World and the weekly Traffic Bulletin, 
in which the dockets of all of the committees above listed 
are printed. 

Following the publication of the docket, a limited time 
—usually 12 days or a fortnight—is allowed interested ship- 
pers in which to state their views, either orally or by letter, 
to the members of the standing rate committee. If a shipper 
or a group of shippers considers the material to be put 
before the committee too extensive or too involved for pre- 
sentation in the ordinary manner, application for hearing 
may be made, in which case the matter is set for hearing 
before the full committee, and a hearing bulletin is issued 
and published in the same manner as the docket bulletin. 

Hearings before rate committees are informal affairs. 
The public is permitted to be present and appearances and 
testimony are accepted from anyone who may have informa- 
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tion bearing on the subject under consideration. There has 
been some thought, in certain of the committees, that it might 
be well to make a stenographic report of these hearings, but 
the fear that the presence of a shorthand reporter might make 
discussion less free has prevented the carrying out of this idea. 

Whether or not a hearing is held, the rate committee, on 
consideration of the information that has come in in response 
to the docket notices, makes a report in each individual case. 
These reports are sent to member lines, which are expected to 
consider them and to note approval or disapproval within fifteen 
days. When a line makes no comment, its position is assumed 
to be favorable and, if the report of the committee requires 
the publication of a tariff, the appropriate document is pub- 
lished. 

Higher Committees Consider Disagreements 

The objection, however, of a single line is sufficient to 
override the decision of the committee. In such cases the 
matter is sent on to the general traffic committee, which is 
made up of one traffic official of each of the lines in the ter- 
ritory. This meets, usually once a month, to consider such of 
the rate committee’s reports as have met with disagreement. 
Even this committee is not the court of last resort in rate 
matters. In case of a disagreement in it, the matter goes 
before the committee of executive officers, on which serves 
the highest freight traffic executive of each of the lines in the 
territory. 

As has been said, the objection of a single line precludes 
the adoption of the proposal. To that extent the procedure of 
the rate committees calls for unanimity. However, in cases 
where a proposal is denied, individual lines may file notices 
and request the change to be made for the account of their lines. 

Whenever and however a final decision is arrived at, it is 
published by some of the committees in lists of dispositions. 
While this practice is not universal, the major number of the 
rate committees have adopted it, and these distribute the lists 
of dispositions in the same manner as their dockets. Thus 
it is possible for interested shippers to follow the course of a 
rate proposal, from the docketing to the disposition, by watching 
the columns of the Daily Traffic World or the weekly Traffic 
Bulletin. 

The Scope of the Work 


Some idea of the extent of the work handled by a major 
rate committee is given by figures, furnished by J. B. Coffey, 
member of the standing rate committee of the Western Trunk 
Line Committee. which show that, in 1926, his committee con- 
sidered and passed on 1,567 rate proposals; in 1927 the figure 
was 1,529, and in 1928, 1,501. In 1928, taking docket bulletins, 
hearing notices, and lists of dispositions, The Traffic Bulletin 
carried approximately 3,000 6 point columns. 

Aside from proposals originating in their respective ter- 
ritories, the rate committees are called on, in the course of 
their work, to pass on a great many interterritorial rate 
matters. In some committees it is the practice to docket the 
same proposal simultaneously in the territories affected; other 
committees simply consider the report of the committee in the 
originating territory and decide on concurrences on the basis 
of those reports. 

There has, however, sprung up an interterritorial committee, 
on which serves one member of each of the above listed stand- 
ing rate committees. It is prepared to sit as a body on extraor- 
dinary proposals of wide scope. The birth of this committee 
is directly due to causes arising from dockets 13494 and 13535, 
the southern class rate and the consolidated southwestern cases, 
and, up to the present, its work has been concerned chiefly with 
matters arising out of those two cases. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 27 totaled 
1,101,061 cars, according to the car service division of the 
American Railway Association. Compared with the correspond- 
ing week of last year this was an increase of 66,735 cars and 
an increase of 56,364 cars over the same period in 1927. Com- 
pared with the preceding week of this year the total for 
the week of July 27 was an increase of 22,366 cars, with in- 
creases in the total loading of all commodities. 

Revenue freight loading, by districts, the week ended July 
ase for the corresponding period of 1928 was reported as 
ollows: 


Eastern district: Grain and grain products, 9,003 and 6,175; live 
stock, 2,049 and 2,088; coal, 40,444 and 35,097; coke, 2,922 and 1,518; 
eo" fee, a yt ats 6,862 and 5,770; merchandise, 

5 : J an ,750; miscellaneous, 110,841 and 108, : ; 
1929, 248,503; 1928, 234,045; 1927, 235,729. a 

Allegheny district: Grain and grain products, 5,007 and 3,219; live 
stock, 1,730 and 1,608; coal, 40.757 and 39,231; coke, 5,637 and 4,873; 
= ee a pe gg — 16,402 row a merchandise, 

Ss x an 985; scellaneous, ,016 and 90,824; total 
1929, 226,045; 192&, 208,629; 1927, 211,631. ; be: 
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Pocahontas district: Grain and grain products, 5 
stock, 186 and 178; coal, 44,427 and 41,024; coke, 12 ama ag live 
products, 1,801 and 1,608; ore, 65 and 151; merchandise, 7 (%# 
6,825 and 7,263; miscellaneous, 6,743 and 6,196; total, 1929, 699) 
26,965; 1927, 69,926. + D921; 1995 
outhern district: Grain and grain products, 4,680 
stock, 1,751 and 1,645; coal, 21,224 and 22,975; coke, 535 ana si" lm 
products, 21,258 and 19,705; ore, 1,130 and 930; merchandise . forest 
39,089 and 39,078; miscellaneous, 50,900 and 53,192; total] 1939 L, 
1928, 142,049; 1927, 151,324. yes MO SE7, 
Vorthwestern district: Grain and grain products, 5 
live stock, 6,912 and 6,107; coal, 4,356 and 4.281; coke and 10,4 
1,133; forest products, 16,342 and 15,712; ore, 51,034 and 39 oie and 
chandise, L. C. L., 33,337 and 34,249; miscellaneous, 47,546 ang ‘4 
total, 1929, 173,682; 1928, 157,697; 1927, 159,943. °, 
entral western strict: Grain and grain prod 
22,881; live stock, 8,684 and 7,914; coal, 8,972 and 9,390; aut % 
and 215; forest products, 11,908 and 12,290; ore, 3,921 and 3 699; — 
chandise, L. C. L., 34,888 and 34,575; miscellaneous, 67,203 and gut, 
——- a ee mage 9 ne me — _ 150,123. O02; 
outhwestern district: Grain and grain products, 8, 
live stock, 2,804 and 2,497; coal, 4,233 and 4,224: coke, 129 at 
ee? eo oe one ae ore, aat= 428; merchandise} 
“* > an . ; miscellaneous, ‘ and 40,860; ‘| 
865,281; 1928, 80,475; 1927, 76,021. ‘ 7; total, im 
otal all roads: Grain and grain products, 70,076 a 5,305: i 
stock, 24,116 and 23,037; coal, 164,373 and 156,222; og Fy ~ 
8,632; forest products, 67,787 and 65,473; ore, 80,234 and 62,681: Bac 
chandise, L, C. L., 257,782 and 255,296; miscellaneous, 455,049 ang 
408,710; total, 1929, 1,101,061; 1928, 1,034,326; 1927, 1,044,697, ' 


Loading of revenue freight in 1929 compared With the two 
previous years follows: 


1929 1928 1927 

Four weeks in January.. ......... 3,570,978 3,448,895 3,756,660 
Four weeks in February........... 3,767,758 3,590,742 3,801 914 
Five weeks in March.............. 4,807,944 4,752,559 4.989 547 
Four weeks in April.......5...... 3,983,978 3,740,307 3,875,589 
Four weeks in May................ 4,205,709 4,005,155 4,108,473 
Five weeks in June................ 5,260,571 4,924,115 4:995, 854 
POUT WOGES TR TU... ccc. cccccsce 4,153,220 3,944,041 3,913,761 

Se eee 29,750,158 28,405,814 29,4490 





FOREIGN AIR NEWS 


Mexico, according to reports to the Department of Con. 
merce, is going in for the development of air transportation on 
a fairly extensive scale. Air express services were inaugurated, 
July 1, by the Mexican Aviation Co. on its Mexico City-Tampico 
-Brownsville, Tampico-Tuxpan, Vera Cruz-Merida and the Vera 
Cruz-Tapachula routes. Rates and services, as reported by Al 
bert F. Nufer, assistant commercial attache at Mexico City, wil 
be as follows: 


Packages weighing up to twelve kilograms and valued up to 2,000 
pesos (approximately $1,000) will be carried. The rate per kilogram 
from Brownsville to Arriaga, 2.80 pesos; Campeche, 3.50 pesos; Ciudad 
del Carmen, 2.80 pesos; Cozumel, 4,00 pesos; Merida, 3.50 pesos; Mexico 
D. F., 2.00 pesos; Minatitlan, 2.60 pesos; San Jeronimo, 2.80 pesos; 
Tampico, 1.50 pesos; Tapachula, 3.50 pesos; Tuxpan, 1.60 pesos; Vera 
Cruz, 2.00 pesos; Villahermosa, 3.00 pesos. The minimum charge will 
be for one-half of one kilogram and any fraction thereof will be fg- 
ured as 500 grams. The lowest charge will be fixed at one peso, or 
approximately 50 cents. Should a package exceed in volume eight 
cubic decimeters per kilogram of weight, the charge will be by volume. 
The company will bear responsibility for loss or damage to the extent 
of 50 pesos per shipment. An excess charge of 15 centavos (approxi- 
mately 1% cents) per 100 pesos extra value or fraction, will be 
charged. ive animals provided they do not menace or molest the 
— or pilots, will be carried at the regular rate plus 25 per 
cent. 

Concessions for three air services have been granted to Eduardo 
Meade by the Mexican government and it is reported that the con 
cessionnaire will operate from San Luis Potosi as his central poitt 
One route will be from San Luis Potosi to Matamoros vis Tula and 
Ciudad Victoria (545 kilometers), the second will be from San Luis 
Potosi to Manzanillo via Leon and Guadalapara (516 kilometers), and 
the third from San Luis Potosi to Piedras Negras via Zacatecas ani 
Torreon (943 kilometers). It is reported that Mr. Meade has obtained 
an American plane for his early use. 

The Canadian air-mail service operated between Montreal and 
Toronto since October 1, 1928, has been extended to Detroit, Mich., va 
Hamilton, London and Windsor. By the use of this route mail from 
Vancouver destined for delivery in Great Britain may be sent four 
ove — than by ordinary means. The length of the new route 
550 miles. 

Eight American planes will be employed in the Chilean —_ 
ment air service which carries mail between Santiago and Arica. oa 
of the planes have been delivered for service and six others have fe 
ordered for an early delivery. These planes will replace the Mo 
which have been used in the service for some seven months. Airs 

It is reported that control of the Canadian Transcontinental 1° 
ways Limited, has passed to the firm of Drury & Company of of 
treal. Apparently this company is acting on behalf of the srOUr te 
aeronautic companies headed by Western Airways, ited. on 
Canadian Transcontinental Airways, Limited, has bases at Que 
St. Felicien, Lake St. Agnes, Quebec Province, and Moncton, oi 
Brunswick. The company owns seven passenger planes and ope the 
a mail service from Rimouski to Montreal and Ottawa during 
summer and from Quebec to Seven Islands on the north wo the 
St. Lawrence, and from Moncton to the Magdalen Islands du s port 
winter. Trade Commissioner E. C. Sabine, Montreal, sent the 
concerning this change. 


You may either write or wire our Washington oft 
for information concerning matters in any departme! 
of the government there, if you are a subseriber 
THE DAILY TRAFFIC WORLD. 
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Commercial Aviation (art 


fourth of a Series of Articles Written for The Trafic World by Lewis C. Sorrell, Ph.D., Associate 
Professor of Transportation, University of Chicago 


VIATION may be divided into civil and military, 

and civil aviation may itself be further divided into 

three classes, as follows: (1) the scheduled trans- 
ot of persons, goods, and mail over fixed routes; 
(2) “serial service” (so-called), which includes aerial taxi 
grvice, aerial photography, aviation instruction, sight-see- 
ing trips by airplanes (operating from fixed base), and 
wich miscellaneous services 
4s advertising, forest pa- 
trol, orchard and cotton 
ied dusting; (3) private 
jying of airplanes, either 
by individuals or by busi- 
ness concerns that employ 
hem in their business oper- 
jtions. The term “com- 
mercial air transport” has 
heen used to include ‘‘all of 
the branches of flying for 
hire as carriers of persons 
or merchandise and the use 
of airplanes by airships in 
business enterprises.”? This 
concept would include 
sheduled service over fixed 
routes, aerial taxi and 
sight-seeing trips, and air- 
planes operated by such 
concerns as the A. W. Shaw 
Company and the Standard 
Oil Company. The present 
discussion is mainly con- 
cemed with the first class 
of civil aviation and refers 
to other types only inci- 
dentally, and it is concerned 
with airplane transport to 
the exclusion of airships. 


Development of Commer- 
cial Aviation in the 
United States 


It must not be forgotten 
that the efforts of pioneer 





private contractors. National legislation in 1925 authorized 
the Postmaster-General to advertise for bids on contract air 
mail routes and the department began to withdraw from the 
actual operation of air plane routes. “Commencement of 
commercial airplane transportation in the United States may 
properly be considered as dating from the spring of 
1926, when the first of the contract air mail routes began 
operations.’ Operation of 
air mail lines by the Post 
Office Department ceased 
September 1, 1927. 

The growth of air traf- 
fic over fixed routes in the 
United States is shown by 
table No. 1 and table No. 2 
shows the volume of sched- 
uled air traffic as compared 
with other types of civil 
aviation. 

For the purpose of com- 
parison, it may be stated 
that, in 1927, the Deutsch 
Luft Hansa, which monop- 
olizes the air business in 
Germany, carried 102,681 
passengers, 641,186 kilo- 
grams of express, 821,921 
kilograms of baggage, and 
479,816 kilograms of mail. 
Germany is the leading 
European country in com- 
mercial aviation. 

As of June, 1929, there 
existed in the United States 
some 28,627. miles of air- 
ways, a large fraction of 
which are equipped for 
night flying. The geo- 
graphical distribution of 
these routes is about as fol- 
lows: (1) A series of con- 
necting routes extends 
from Boston, through New 
York to Atlanta and New 


inventors and military nec- CROSSING THE RUBY MOUNTAINS BETWEEN SALT LAKE Orleans. (2) On the Pa- 
sity have combined to COTY AND SAN PRANCION® cific Coast, connecting 


provide a mechanical device 

and a trained personnel of which commercial air transport 
‘ould make use. Subsequent to the World War, civil avia- 
ton in the United States was promoted by three groups of 
‘rators—itinerant flyers, operators from fixed bases, and 
the United States Post Office Department. 

_As regards scheduled operations over fixed routes, the 
‘tivities of the Post Office Department are of prime import- 
ance, May 15, 1918, it began its first regular air mail serv- 
st between New York and Washington and, though that 
xrvice was soon abandoned, experimentation continued. 
from 1918 to 1925 the air mail mileage of the country con- 
inued to expand under post office operation. By the latter 
date the air mail had expanded to a point where the depart- 
ment could retire from the field and turn over operations to 


—,, 
1 
Johnson, Huebner & Wilson, Principles of Transportation, p. 752. 


routes extend from Los 
Angeles to Victoria, B. C. (3) A trans-continental route 
extends from New York to San Francisco, via Chicago, with 
branches from Salt Lake City to Los Angeles, Pasco and 
Great Falls. (4) Radial routes from Chicago to Dallas, 
Twin Cities, St. Louis, Cincinnati, Atlanta, Detroit, and 
Cleveland. (5) Radial routes from Detroit and Cleveland. 
(6) A route from Los Angeles to Kansas City. 


Service Aspects of Transport Aviation 


The chief aspects of service that require consideration 
here are speed, cost to the user (as expressed in the rates), 
safety, dependability, frequency and avalability, and lia- 





?Woolley & Hill, Airplane Transportation, p. 47. 
5Domestic Air News, June 15, 1929, serial No. 54. 
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bility. The rail carrier is the chief competitor of the airplane; 
therefore, where possible, comparisons will be instituted between 
these two agencies. 

Speed is usually regarded as the chief advantage of the air- 
way carrier. Since transport planes fly from 80 to 135 miles an 
hour and, over considerable distances, railway express trains 
average under 45 miles an hour, the former is much the faster. 
To the thrill seeker, speed is probably desired for its own sake. 
But, for the emergency flier and the business firm that desires to 
expedite delivery of mail or freight or to enable its representa- 
tives to cover more territory in a briefer perioc of time, it is not 
so much speed as time saved that is the valuable element in air- 
plane service. It should be clear that the two terms are not 
synonymous. Thus, the greater speed of the plane in miles an 


Table No. 1 


GROWTH OF AIR TRANSPORT OVER SCHEDULED*® AIR 
ROUTES IN THE UNITED STATES 
1928 


1927 

Number of operators 24 32 
Planes in service 144 294 
Miles flown 5,242,839 10,472,024 
Number of passengers ° 12,594 52,934 
1,733,092 2,307,579 2,148,981 

433,649 1,222,843 3,632,059 


Express, pounds 
Mail, pounds 

Note—The 1926 and 1927 figures of miles flown include the 
mileage of government operated mail lines. The 1927 figures of 
mail poundage include that on government operated lines. The 
1927 express figures include freight flown by special order. 


hour may be offset, in part, by greater terminal delay. Airports, 
of necessity, are located at considerable distances from the busi- 
ness districts of large cities, while rail passenger stations are 
usually located close to those centers. Where the distance be- 
tween two cities is under, say, 300 miles, the extra time required 
to taxi to and from an airport may largely offset the running 
time saved by the plane. Again, the airplane schedule may off- 
set much of the time gained. Thus, suppose that flying between 
two cities is by daylight only and consumes the greater part of 
the business day, while the train can make the distance in a 
night and a day; then mail dispatched by plane will not be avail- 
able for delivery until the following morning and the train can 
do as well. Likewise, a business man traveling by plane will 
presumably not be able to transact business until the following 
morning, and, again, the train will do as well. 

On the other hand, there are numerous cases where valuable 
time is saved. Thus, a business man may fly a distance requir- 
ing but half a business day, transact business, and return, per- 
haps, by night train. Over distances requiring more than twenty- 
four hours by train, the airplane can effect a considerable saving 
of time. Mail may be taken from a night train in the morning 
and dispatched to destination by plane, so that it will arrive 
for delivery that day, or dispatched by plane late in the day to 
overtake a mail train leaving earlier in the day. The same may 
be done for mail arriving or departing by steamer, as at New 
York and New Orleans. The combination rail-airplane’ service 


Table No. 2 


AIR TRANSPORT OVER SCHEDULED ROUTES IN THE 
UNITED STATES IN 1928, COMPARED WITH OTHER 
TYPES OF CIVIL AVIATION DURING THE SAME YEAR‘ 

Scheduled Aerial Private 
Routes Service 
Operators reporting 32 168 
Planes in service 294 489 
Miles flown 10,472,024 Sug ose 
Passengers carried 52,934 26,203 180,000 


Note—The figures for scheduled route and aerial service flying 
are based on reports to the Aeronautical Chamber of Commerce, 
though they are incomplete. Private flying figures are estimates. 


to halve the time between New York and the Pacific Coast is 
now familiar. 

The business use of the airplane will depend upon the ques- 
tion of how valuable is the time saved. For business executives, 
whose interests are far-flung and require frequent visits, and 
for salesmen who must cover extensive territories for important 
business deals, the time saved may be worth the greater cost. 
Emergency shipments of machine repairs may be worth the cost 
by plane if the alternative means expensive factory delays. 
Interest saved to banks through the faster clearance of checks 
and to bond houses through the faster delivery of securities; 
the rapid distribution of newspapers, where time is the very 
essence of the case; the substitution of air mail for the tele- 
graph over considerable distances; the dispatch of flowers and 
other very perishable commodities, all represent types of cases 
where the airplane justifies its use. 


Airplane Rates 
Table No. 3 presents a comparison of air passenger service 


’Aircraft Yearbook, 1929, p. 371. 
‘Aircraft Yearbook, 1929, p. 371. 
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and rates with rail passenger service and rates from Chi 

selected cities in the United States. Table No, 4 pr 80 to 
comparison of air express and railway express rates — 
comments are needed for a correct interpretation ot th ortain 
contained in table No. 3. The airplane fare includes taxi : dit 
and also meals, in some cases. Cost of diner service ape 
has not been computed Pullman fares have been ge te 
stated for the rail carrier. In many instances they Fy 
added to the rail fare, because the train according Pe be 
service may be an all-Pullman train. The baggage a_ 
the airplane carrier is usually limited to 25 pounds while : 
rail carrier hauls 150 pounds without excess charge. The re 
plane as yet has little to offer in the way of luxury com hang 
to the rail carrier, but, for the time being, at least, the Amen” 
may be willing to waive that in consideration of the aon 
speed. In general, it appears that present airplane sane 
fares in the United States are from two to two-and-a half io 
the rail fares, including Pullman charges. It is stated “ 
a list of 30 airlines now in operation in the United States iy a 
rough average of 14 cents a passenger mile. It must be < l 
bered, however, that airplane routes are shorter than rail poner 
German passenger fares appear to be considerably lower > 
Otto Merkel stated at the International Civic Aeronautics Cop, 
ference at Washington, D. C., December 124, 1928, that a “oe 
senger mile rate of 7 cents was almost universally chargo 
throughout Europe; but he also declared that this income ¢oy. 
ered only one-third of operating costs and the remainder had to 
be obtained from other sources. . 


Safety 


The safety of any transportation instrumentality is reflected 
in the deaths, injuries, and property damage inflicted (a) on the 
passengers or property being carried; (b) employees; (c) on the 
persons and property of third persons. General statements con- 
cerning the safety of airplane transportation made by aviation 
enthusiasts have little meaning. It is a comparative matter 
How safe is airplane transportation as compared with other 
instrumentalities? Unfortunately, statistics of airplane accidents 
are incomplete and, therefore, it is probably impossible’, at pres 
ent, to attempt anything more than a measure of the safety of 
airplane passenger traffic as compared with railroad and motor 
bus. In presenting such a comparison it may be accepted as 
fair, at least to the airplane, to include only the deaths and in 
juries to passengers incurred in the operation of licensed craft 
by licensed pilots over regular scheduled routes. By thus limit. 
ing the scope of the airplane accident record, the service vill 
not be charged with accidents incurred in aerial service, flying 
instruction, and private operation of aircraft by unlicensed pilots. 


Table No. 5 presents a comparison of railroads, airplanes, 
and motor buses, as regards the safety of passengers. Certain 
comments are necessary in order to avoid unwarranted interfer. 
ence. First, it will be observed that the accident record has 
been reduced to averages a vehicle mile and a passenger mile. 
Of the two averages, the passenger mile average is probably 
the soundest, because vehicles represent varying capacities. 
Train miles are omitted from comparison, because there is 10 
comparable unit in air service and highway passenger service. 
The method of adding the number of injuries to the number of 
deaths, obviously, is questionable, since the term “injury” mean 
so many diverse things. Furthermore, the figures for airplane 
“injuries” certainly are inaccurate; only “severe” injuries are it- 
cluded. Second, it seems likely that the comparison is too favor- 
able to the airplane. Many of the airplane miles were flow 
without passengers. The multiple of 400 applied to the number 
of airplane passengers is probably too high’; it results in mor 
passenger miles, and therefore a lower average accident ratio 
between accidents and passenger miles. Third, it must be I 
membered that the comparison is for one year only; generaliz- 


®*A comparison would be possible between airplanes and railroads 
as regards deaths and injuries to employees operating planes all 
railroad men in train service. But the airplane performs what the 
railroad would regard as passenger train service and the accident 
statistics published by the Interstate Commerce Commission in "8 
annual report do not segregate deaths and injuries to employees ™ 
the passenger train service. 


"In the Airway Age of February, 1929, p. 152, Dr. Otto Merkel sas 
that in 1926 the Luft Hansa transported 56,000 passengers with a 
average trip mileage of 150 kilometers (93.3 miles). The Civil Aer 
nautics Conference at Washington, December, 1928, p. 194, shows that 
in Poland between 1921 and 1927, some 24,890 passengers were flown 
7,919,811 kilometers, or an average of 318 kilometers (198 miles). Trade 
Information Bulletin 518, Bureau of Foreign and Domestic Commerc, 
page 12, shows that for the British airways, the average length © 
passenger flight was 176 miles in 1926; it had been steadily declinins 
since 1920. European statistics are somewhat confusing as they som 
times report ‘‘hops” or ‘‘stages’’ rather than trips. Railroad statistic 
in the United States do the same thing where interline journeys = 
involved. Thus the average railroad journey per railroad in tu 
United States, exclusive of the commutation service, seems og 
about 74 miles. The Aircraft Yearbook, 1929, page 372, states 'y 
scheduled flying in the United States in'1928 involved more than a 
million pilot-passenger miles. The basis of this estimate is not give) 
and it appears to be a gross exaggeration, as it would require 
plane to carry some 50 persons to attain any such total. 
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“THE T 
RAILBLAZER” 






blazes 


another on time 


record... 


100% on time 


Here are six more ‘‘trailblazers’’ of the 
Pennsylvania’s famous fleet of ‘‘Lim- 
iteds of the Freight Service’’ — noted 
for their on time dependability. 


THE ACCELERATOR 
Merchandise 
Toledo to Pittsburgh 


THE CORNUCOPIA 
Merchandise 
Buffalo to Seaboard Cities 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 
Washington to Boston 


THE STANDARD 
Merchandise 
Pittsburgh to Detroit 


THE DIVIDEND 
Perishable — Merchandise 
Wilkes-Barre to Pittsburgh 


THE DIXIE 
Merchandise 
Toledo to Columbus and Cincinnati 





—am 


during 


ig 





the month of July 


{UP TO DATE OF GOING TO PRESS] 


ROM St. Louis to Pittsburgh 

this “‘trailblazer’? goes—with 
rich cargoes of merchandise and 
petroleum products. 

A true pioneer! . . . For—though 
the trail itself may not be new—it 
is blazed in the new way—with 
scheduled freight deliveries! 

Indeed all of the Pennsylvania’s 
famous “Limiteds of the Freight 
Service” are pioneers of the new era 
in freight transportation—an era of 
scheduled trains and dependably 
executed schedules. 

These named “Freight Limiteds” 
of the Pennsylvania are turning in 
high on time records day after day, 
week after week. Their dependa- 


bility and regularity make them the 
favorites of Industrial Traffic Man- 
agers throughout the country. 
These transportation experts rec- 
ognize that Pennsylvania service 
answers the two questions of greatest 
importance in freight transportation: 


1. Where—at any given time— 
is the shipment? ... By a system 
of ‘passing reports,” the location of 
any cars can be readily ascertained 
so that they may—if desirable—be 
diverted in transit to more profit- 
able markets. 

2. Will the shipment arrive on 
time? ... Excellent on time rec- 
ords give assurance that shipments 
will arrive as scheduled. 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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tion would be safer if a longer record were available*®. But the 
disparity between airplane, motor bus and railroad is so great, 
that the conclusion seems warranted that the bus and railroad 
are much safer than the airplane passenger carrier, at present. 
This situation is not discreditable to the airplane interests. It is 
probable that speed must be purchased at some sacrifice of 
safety. Furthermore, railroads especially, have passed through 
a long course of safety development; the airplane can hardly 
achieve in ten years, what the railroad required may years to 
gain. But how much the airplane carriers will be able to im- 
prove the safety factor in the future, is conjectural. Mechanical 
excellence will increase. A transportation instrumentality able 
to operate in three dimensions seemingly should be able to 
avoid collisisons; but then the directions from which danger of 
collision may appear, are increased in number. Increasing use 
of the airplane will increase the hazards, unless mechanical 


perfection and training of operators can offset this hazard. 
Passenger Miles 
British Flying Hazards per Passenger Fatality 
Three years ended March 31, 1922.............0.. 9 


Three years ended March 31, 1925..........-..04.- 780,000 
French Flying Hazards: 

1920-1922, InclUSIVE ....cccccccccccccccccccccccccce 172,000 

1928-1924, INCLUSIVE oc ccccccccrccccccscccccccvcecs 475,000 


The report of the Postmaster General of the United States, for 
the year ended June 30, 1927, p. 132, shows that for the years 1921-27, 
inclusive, some 14,792,755 miles were flown, with 31 fatalities, 33 serious 
injuries and 290 minor injuries. One death and numerous injuries 
were classified as ‘‘ground.’’ Over this period one fatality per 477,000 
miles resulted, though in fairness it should also be said that in 1927, 
some 2,583,000 miles were flown with but a single fatality. 


Dependability 
Is airplane service available whenever desired and can this 
carrier be depended on always to complete journeys begun? 


Table No. 3 


COMPARISON OF AIR PASSENGER SERVICE AND FARES 
WITH RAILROAD PASSENGER SERVICE AND FARES 
-—-Air Service-—-, -————-Rail Service-————\, 


From Chicago 
to 


Scheduled 


(Miles) 
Time 
Distance 
(Miles) 
Fastest 
Schedule 
Time 


o 

= 
aa 
fosaes 


hr.-min. 
2:55 $12.28 
2:30 9.81 
9:25 26.72 


4:30 
3:55 


4:05 
3:26 
2:40 
3:00 


22:30 


$ 37.50 
70.00 
30.00 
50.00 
65.00 

130.00 
30.00 
50.00 
55.75 

104.50 
30.00@ 
33.00© 
35.00 
65.00 


” $200.00 


Cleveland, 
Daily 
Detroit, 2 


tow Distance 


Sip 
oo 


oer 


ih) 
ap 
woo 
co ewe Pullman 


tb wm Fare 


or 


~ 
is 
ol 


623 


400@ 
365@ 


429 
268 
275 
1943 


aily 
Minneapolis, 2 
Daily 
Kansas City, 
Daily 
St. Louis, 2 
Daily 
Cincinnati, 2 
Daily 
San Francisco 
Daily 


oe 
~ 
on 


14.66 
16.54 
10.41 
10.26 
$79.84 


11:00@ 
11:25@ 


6:30 
7:20 


58:00@ 
63 :00® 


@ Via Milwaukee. @ Direct. @ Extra fare train; excess fare 
is $2.50. @ Fastest non-extra fare train. © Applies via the mail 
service. © Non-stop fare. @ Extra fare train, $10. © Fastest non- 
extra fare train time. 

Note—The foregoing table has been compiled as of July 20, 
1929. The fastest rail time, of course, does not necessarily make 
over the shortest rail distance. Two fares in the the airplane fare 
column usually mean one way and round trip fares. The airplane 
time between Chicago and Atlanta includes a two-hour layover 
at Nashville. 


4.50 
3.75 
3.75 
$23.63 


451 
285 
285 
2261 





At present the answer seems to be that this carrier is less 
dependable than the railway. Some airplane carriers of pas- 
sengers make a reservation in favor of express and mail—that 
is, they reserve the right to refuse to carry passengers should 
the volume of mail and express require that space. All seem 
to make weather hazards another exception. They may cancel 
flight if weather seems uupropitious and the pilot may discon- 
tinue flight for the same reason. A common stipulation in air 
passenger tickets is that the airplane carrier is not a common 
carrier, but only a private one, and this, apparently, is inserted 
to avoid the implication of a “holding out to carry anyone” and 
to retain (if possible) the right to refuse to carry passengers, 
as well as to limit liability. Another common stipulation is 
that failure to begin or finish flight shall entitle the passenger 
to no damage other than the return of the fare covering the 
unused portion of the ticket. How frequently such airplane 
carriers actually exercise these privileges is not known to the 
writer. For Great Britain the following figures are given: “Of 
4,374 flights scheduled during 1926, 374 (8.5%) were cancelled; 
3,715 (93% of the remainder commenced) were completed with- 
out interruption. An additional 5 per cent of scheduled flights 





8Some check on these figures is offered by European experience 
and by that of the United States Post Office Department. Civil Avia- 
tion, p. 66, shows the following figures for Great Britain and France. 
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were completed after being interrupted. This is a 
than that of 1925, when 18.6 per cent of scheduled 
cancelled’.” Dr. Otto Merkel, speaking of the German, . 
service, remarks that “the popularity of this service wi] io id 
materially when it more nearly approaches in regularit go 
modes of transport.”” Y other 


better recory 
flights were 


Frequency and Availability 
In these respects the airplane is far behind the raj 
yet. Even between large cities, the air service is por . 
frequent than the rail service. A casual inspection of th = 
way map likewise shows that comparatively few places in a 
United States have direct service by air with other centers, 


Table No. 4 


COMPARISON OF AIR AND RAIL EXPRESS RATES 
-—Air Express Rates—, Rail Exp. Rates 





Chicago to— Y, Ib. 1 Ib. 10 Ibs. 1lb. 10 Ibs 
FE sa revevenccenned $0.25 $1.00 = $10.00 $0.38 go.¢q, 
San Francisco ............ .60 2.40 24.00 45 13 
EE sitinwisssiwesencenies 25 1.00 10.00 38 a 
Pittsburgh .25 1.00 10.00 .37 ‘59 
Cincinnati 25 1.00 10.00 .37 52 
Minneapolis .. 25 1.00 ~—>— 10.00 38 “Gi 
EEE xnsetradabiatiwntsceia -40 1.60 16.00 3 1 
DOOR ooo secstervernestnns 50 2.00 = 20.00 3: ‘t 


_. Note—Air express rates are based upon a weight of ¥, Ib. o 
50 cu. in. If a package measures more than it weighs, jt is 
charged accordingly. lie 





That is to say, not only are most places in the United States 
without any air service whatever, but even those centers that do 
enjoy such service have direct airlines to only a small number 
of other cities. This statement, of course, is made with the 
railroad service as a comparison, 
Liability 

What liability does the airplane carrier, operating over 
scheduled routes, assume for the safety of the goods and pas: 
sengers carried by it? Is the airplane carrier, under such con- 
ditions, a common carrier? As regards mail, the answer prob- 
ably is no; they contract simply to carry for the United States 
Post Office Department. As regards express, the answer is 
probably no; they contract here to carry express for the express 
company. Both of these are special contracts. The express 
company is a common carrier; its air-express receipt, as regards 
the liability provisions, are identical with its rail express receipt; 
but that would not render the airplane carries, with whom it 
contracts, common carriers. 

The situation as regards passengers is 


intricate. Law 


Table No. 5 


COMPARISON OF AIRPLANE, .RAILROAD AND MOTOR BUS 
AS REGARDS SAFETY OF PASSENGERS 


Railroads Airplanes Motor Bus 
1927 1928 1928 


Passengers killed 79 13 76 
Passengers injured 3,886 1 1,114 
Vehicle miles 3,769,736,956 10,472,024 1,164,890,000 
Passenger miles 33,649,706,000 21,173,600 6,989,340,000 
Vehicle miles per passenger 
47,718,000 805,000 15,327,000 
950,000 


748,000 977,000 
425,945,000 1,628,000 91,965,000 
8,486,000 


1,512,000 5,873,000 


__ Sources: Figures for railroad deaths, injuries, passenger caf 
miles, passenger miles are taken from the forty-second annual 
report of the Interstate Commerce Commission. Airplane deaths, 
injuries, and vehicle miles are taken from the Aircraft Yearbook 
for 1929. Airplane passenger miles have been computed by the 
writer by assuming that the airplane passenger averages 400 miles 
a journey. Motor bus deaths, injuries, vehicles and passenger 
miles have been taken from a pamphlet titled, ‘‘The Motor Bus— 
Our Safest Highway Vehicle,” issued by the National Motor Bus 
Division of the American Automobile Association. Motor bus fis- 
ures are obtained from eight states and the District of Columbia. 
The author of this pamphlet computed motor bus passenger miles 
by assuming an average of six passengers a vehicle mile. 


death and injury 
Passenger miles per passenger 
death 


Passenger miles per passenger 
death and injury 


writers seem to agree that, strictly speaking, the term “comm 
carrier” is confined to the transport of goods. Carriers of DM 
sengers may be private carriers or public carriers, afd site 
most of the law cases involve the liabilities of the latter, explic! 
statements of the liabilities attaching to the former are mt 
“The duties and liabilities of a private carrier are 8 

abridged. He is bound to carry those only whom he may selé¢ 
and his duty towards them is discharged by the exercise af 
ordinary care only.”" “While the public carrier of passengers 

not, like the carrier of goods, an insurer of their safety, yet 


*Bureau of Foreign and Domestic Commerce, Trade Information 


Bulletin 518, p. 14. 
0Airway Age, February, 1929, p. 151. 
4Barrows on Negligence, p. 176. 
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BAYWAY 
TERMINAL 


OFFERS 


Space in its modern fireproof 
buildings for manufac- 
turing of all kinds. 


Eleven miles from New 
York City. Labor in 
abundance. Water and 
Rail facilities. Trucking, 
and in fact, every termi- 
nal service. 


New York City Conveniences, 
at New Jersey Rentals 


We invite your inquiries 


===» 


BAYWAY TERMINAL 


BAYWAY, N. J. 
Oifices—25 Church St., New York City 
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Are You Using 
PORT HOUSTON? 


Do you realize the unrivalled advan- 
tages Port Houston offers YOU, 
Mr. Traffic Executive and Mr. In- 
dustrial Head? 





Besides being the largest city in 
the state, the fastest growing city 
in the Southwest, it is an impor- 
tant rail center, airport, and 

ranks eighth in the country as a 
seaport. It is the nearest large 
port to the markets of the 

middle west. 





















Can you match these advan- 
tages anywhere else in this 
territory? 


63 steamship lines serving 
every part of the globe 
converge at Houston, and 
17 railroads offer substan- 
tial rate advantages to 

all states in the South- 
west territory. 


Save Time and Money Routing via 


PORT HOUSTON 


Key City to the Southwest Empire 
Write for the PORT BOOK 








Address 
DIRECTOR OF THE PORT 


5th Floor, Courthouse 


HOUSTON TEXAS 
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degree of care demanded of him is so great that it falls little 
short of a warranty.”” “While the common carrier of passengers 
is not an insurer of the safety of its passengers, the rule is 
firmly established that it is bound to use the utmost care, so 
far as human skill and foresight can go, to guard against the 
possibility of accidents arising from the condition of its road 
and the machinery used in the transportation of passengers.’™ 

That is to say, the liability of the public carrier of pas- 
sengers arises out of negligence, while that of the common Car- 
rier of goods may exist even though negligence is absent. But 
the degree of care required of the carrier of passengers is very 
great, so that even a very slight degree of negligence may invoke 
liability. If the authorities cited are correct, the degree of care 
required of the public carrier of passengers is greater than that 
exacted of the private carrier; the latter is held to ordinary 
care, the former to extraordinary care. 

The railroad is a public carrier of passengers and a com- 
mon carrier of their luggage. The airplane carriers, as stated 
above, attempt to stipulate for private carrier status, which, of 
course, affects both the passenger and his baggage. Whether 
these stipulations are effectual is yet to be decided. In North 
American Insurance Company vs. Pitts, 213 Ala. 102, the issue 
was presented whether an airplane operator, that only took up 
passengers occasionally and did not hold out to the public that 
it would take anybody, was a common carrier within the mean- 
ing of the double indemnity clause of accident insurance policies. 
It was held that this operator was not a common carrier. The 
same accident was reviewed in Brown vs. Pacific Mutual Life 
Insurance Company, 8 F. 996, with the same quéstion presented 
and the same result. Insurance companies are much concerned 
over this question. “The liability of the owner of an aircraft 
to passengers has not yet been determined by special legisla- 
tion nor by decision in our courts, and on this question we have 
many conflicting opinions, not only here but abroad. In Eng- 
land, court decision has established at least one precedent by 
which the operator of an airline, carrying passengers for hire 
has been deemed a common carrier and subject to the liabili- 
ties imposed by law thereon. In France there are two schools 
of thought, the one holding that, travel by air being of an in- 
herently hazardous nature, the passenger cannot hold the owner 
liable in anyway, and the other holding that, if the airplane is 
to compete with other carriers, it must assume all of their re- 
sponsibilities for safe carriage. In Germany special legislation 
has been enacted imposing upon the owner a direct liability for 
a moderate indemnity unless criminal negligence can be proved. 
In the United States aircraft owners operating interstate pas- 
senger airlines have not been classified as common carriers by 
law nor has there been a single court decision to establish a 
precedent for this status.’ 

Aviation enthusiasts sometimes lose perspective between 
the operating and legal departments. It is hardly consistent to 
urge that airplane transportation is safe in soliciting traffic and 
to declare that it is hazardous when seeking to avoid liability as 
a public carrier of passengers. Some writers do believe that 
imposition of common carrier status as present may retard 
development of commercial aviation and that it is unwise to 
model legislation for the airplane after that imposed on the rail- 
roads. It is fair to say that some airplane carriers of passengers 
take out insurance on the lives of their passengers, and include 
it in the transportation price. 


Select References 
Principles of Transportation, Johnson, Huebner and Wilson, pp. 741- 


789. Appleton. 
Airplane Transportation, Woolley and Hill. Hartwell Publishing Cor- 


poration, Hollywood, Calif. 
Aircraft Yearbook, 1929. 
Hotchkiss, Aviation Law. 1928. 
United States Aviation Reports. 


“Ibid., pp. 201-2. 

%Moore on Carriers, Vol. II, pp. 1079-80. 
Bailments and Carriers, pp. 705-7. 

4Civil Aeronautics Conference, Washington, D. C., December, 1928. 
“Aviation Insurance,” by H. H. Salmon, Jr., pages 82-4. 


GREAT NORTHERN SELLS BUS LINES 


Control of the Northland Transportation Company has been 
sold by the Great Northern Railway to the Motor Transit Cor- 
poration and Automotive Investments, Inc., organizations affili- 
ated with the coast-to-coast bus system of the Greyhound lines, 
it is announced. The property will be operated under the name 
of the Northland Greyhound lines. 

The Northland company, a $5,000,000 corporation, has been 
the bus operating subsidiary of the Great Northern since 1925. 
It operates more than 3,300 miles of bus lines, chiefly in Minn- 
esota but also entering Wisconsin and North Dakota. In 1928 
it carried more than 3,150,000 passengers, and its annual revenue 
is approximately $2,500,000. Its business and revenues for the 


1928. 


See also Schouler on 
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first half of 1929 have been substantially better than in 
same period of 1928. the 

In announcing the sale of the property, Ralph Budq ai 
dent of the Great Northern, said the railway would keep a 
minority interest in the bus company and be representeg Re 
its board of directors. In conformity with the national aie 
of the Greyhound system, the Northland Greyhound lines a 
cooperate with the railway by giving bus service to supplem 
train service. - 

Similar arrangements have been made in other Sections of 
the country between the Greyhound lines and large railway com, 
panies, a number of which are now minority stockholders i 
bus companies affiliated with the Greyhound system. Amon: 
these rail lines are the Pennsylvania, Burlington, and Souther 
‘Pacific. The soundness of this policy and its success elsewhere 
Mr. Budd said, were important considerations in influencing the 
Great Northern to accept the offer for the Northland. 

The Greyhound system, which is managed by the Motor 
Transit Corporation, extends from New York to Log Angeles 
and from the Great Lakes to the Gulf of Mexico. It includes 
the Eastern Yelloway lines and, in addition, has a subtsantia] 
interest in the Pickwick, Southern Pacific, and Wester 
Yelloway bus lines. 

“This large bus organization,” Mr. Budd said, “will enabk 
the Northland to get the benefit of the most important ¢qp. 
nections in this field in the United States, as well as the exper 
management with which the Greyhound lines have associate 
themselves through the Motor Transit Corporation. 

“We feel that the future of the Northland, as well as tha 
of the public it serves, is improved and protected in this way 
more advantageously than it would be if the company wer 
continued as a separate, wholly-owned railway subsidiary which 
would be a relatively small bus operator compared with the 
large system of which it will now become a part. 

“As a large minority stockholder, and on account of the 
Northland serving Great Northern territory, the Great Northen 
Railway will continue its interest in the progress and develop 
ment of this bus transportation system under the new ma- 
agement.” 

The Northland Transportation Company was formed in 
1924 by consolidating several small lines. It was acquired by 
the Great Northern in the early summer of 1925 and since then 
has been expanded until its lines form a network in Great 
Northern territory in Minnesota. Its purchase by the Great 
Northern marked the first direct entry of an American railway 
company into the bus operating business on a large scale. 

The experiment proved successful. Mr. Budd, in the last 
annual report of the Great Northern, said, regarding the North- 
land operations: “This service, supplementing the railway trains 
as it does, has been very successful both from the standpoint of 
the public and the railway company.” 


AIR LINE HEARING 


The Trafic World Washington Buress 


Advocates of a proposed direct air mail line between Ne¥ 
York and St. Louis and from St. Louis to Dallas and Fort Wort 
Tex., via Tulsa, Okla., have had a public hearing before Post 
master General Brown. No one appeared in opposition to such 
direct lines but suggestions as to intermediate routing of the 
planes were made by a number of members of Congress, partict 
larly Representative Ludlow of Indianapolis, Ind. Mr. Ludlov 
said that the planes should avoid a route through Cincinnat, 
Evansville and Louisville on account of the fogs along the Oh 
River. He presented fog statistics gathered by the weather 
bureau to show that aviators knew of the fogs along the _ 
and dreaded them. The Indianapolis representative suggest 
that the planes should go via Columbus and Indianapolis 4 
thereby avoid the Ohio River fogs. , 

The hearing was primarily for members of er 
Among those who participated in it, in addition to the ral 
sentative from Indianappolis, were Senators Sheppard rere 
nally of Texas and Thomas of Oklahoma; Representa 
Speaks and Hess of Ohio; McClintic of Oklahoma; Mat 
and Cochran of Missouri and Patman of Texas. sn that 0 

There was a slight rift among the Oklahomans in t wi 
part advocated Tulsa as a stopping place for the ed 
another asking that Oklahoma City be designated. Rep “at 
tative Manlove advocated making Joplin, Mo., a stopping va 
Representative Patman advocated making Paris, Tex., 4 
ping place. ‘0 

St. Louis business men said they needed a direct a 
supplement the inadequate one via Cleveland and ented 






































































































































































Representatives of Pittsburgh and other points arn Ret 
guments as to why the planes should fly to penal who cov 


resentative Speaks, speaking for Speaker Longw ‘ 
not be present, advocated the route through Cincinnau, 
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“THE BETTER WAY?” for 
Oil Transportation 


UT of the Mid-Continent oil 

fields of Oklahoma, Texas, 
Arkansas and Louisiana comes the 
major portion of America’s pro- 
duction of oil. The value of this 
production and the items of equip- 
ment bought and used in this 
enormous industry can be figured 
only in billions. 

Direct trunk lines and important 
connections make the new and 
enlarged L & A literally The 
Better Way for the transportation 
of oil and oil industry supplies in 


Alexandria Charlotte 
Atlanta Chicago 
Baton Rouge Dallas 
Birmingham Detroit 


LOUISIANA & ARKANSAS 





TRAFFIC AGENCIES ARE MAINTAINED FOR YOUR CONVENIENCE IN THE FOLLOWING CITIES: 


and out of this great territory. 
Fast through schedules are 
maintained between the principal 
sources of oil production and the 
Port of New Orleans also to and 
from the territory East of the 
Mississippi via our several gate- 
ways. Information regarding our 
service and the vast territory we 
B. S. ATKINSON serve will be cheerfully furnished 
by our representatives in the cities 
H. C. COUCH indicated below or upon receipt of 
President inquiries addressed to this com- 

Shreveport, La. pany at Shreveport. 








Fort Worth Louisville Pittsburgh 
Houston New Orleans Shreveport 
Kansas City New York Tulsa 
Little Rock Oklahoma City 


RAILWAY 


Route of 





Between St. Louis and Shreveport Via Missouri Pacific- L& A 


Fast Overnight Passenger Service 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


Full cargo markets in the last week have been character- 
ized by an almost complete absence of transactions in grain, 
due to a combination of shipments from Argentina sufficient to 
meet all current needs abroad, and the mounting prices of Amer: 
ican wheat caused by prospects for crop failures. Despite this 
lack of traffic, ship brokers point out the firmness of space rates 
and predict that the next move will be upward. It is believed 
that as soon as conditions have become stabilized there will be 
a resumption of foreign buying, which will bring a renewed 
demand for vessels. Regular berth ships are able to take care 
of present space requirements. 

The coal trade has been slightly more active, with fixtures 
from Hampton Roads to the West Coast of Italy at $2.50 a ton, 
and another to Rio de Janiero for the last half of August load- 
ing at $3.30 a ton. Further inquiries for vessel space are noted, 
and additional business can probably be closed at about the 
same rates. 

The scarcity of small and medium size vessels for the West 
Indies sugar trade continues, with the result that all available 
vessels for August loading have been chartered and it is evi: 
dent that shippers must pay slight increases in rates for addi- 
tional space. 

Existing quotations for heavy grain in the full cargo 
markets are as follows: from Montreal for September loading 
3s to the United Kingdom, 12 to 13c to Antwerp-Rotterdam, 
13 to 14c to Hamburg-Bremen, and 16 to 17c to the Mediter- 
ranean; from the Gulf for September loading, 3s 6d to the 
United Kingdom, 15 to 16c to Antwerp-Rotterdam, 16 to 17c to 
Hamburg-Bremen, and 19 to 20c to the Mediterranean. 

Full cargo markets on the Pacific Coast remain quiet, being 
affected by the same conditions prevailing on the Atlantic 
Coast. 

Rate Slashing Stopped 


Rate slashing, which has been rampant in the coastwise 
steamship trade between San Francisco and North Pacific ports 
since May 1, was terminated last week, according to A. E. Gil- 
lespie, president of the Los Angeles and San Francisco Navi- 
gation Company, chairman of the Pacific Coastwise Conference, 
and tariffs that existed prior to the rate war again became ef- 
fective. 

Although some commitments at less than regular rates have 
been made by a few of the lines, which agreements will have 
to be observed, it is claimed that these commitments are negli- 
gible and that they will not hold beyond approximately Septem- 
ber 1. 

Following negotiations, which have been under way for 
several weeks, John Byrne, secretary of the conference, was 
instructed to make the following official announcement: 


The coastwise steamship lines announce that effective on Aug. 1, 
1929, normal conditions regarding freight rates will be restored. 

The difference which caused the disturbed conditions have been 
satisfactorily disposed of and the structure, generally, which was in 
effect prior to the disturbance, will again become operative. 


During the rate war virtually all of the tariffs from San 
Francisco to Northern ports were reduced 50 per cent, and in 
some cases to a greater extent. Rates on traffic between San 
Francisco, Los Angeles and other Southern ports were not af- 
fected in the controversy. 

As a result of the negotiations and reorganization, the con- 
ference has been greatly strengthened and now includes all the 
coastwise steamer lines with one*exception. The members of 
the conference are: Pacific Steamship Company, McCormick 
Steamship Company, Nelson Steamship Company, Christenson- 
Hammond Line, Los Angeles and San Francisco Navigation 
Company, and Los Angeles Steamship Company. 

It was also announced that a new tariff for all carriers in 
the Northern route is being prepared by Mr. Byrne. The new 
tariff, which is expected to be issued about September 1, will 
combine rates to Columbia river and Puget Sound ports in one 
volume. . 

Pacific Westbound Conference 


At a meeting of the Pacific Westbound Conference in San 
Francisco, Eugene C. Lloyd, general freight agent of the Dollar 
Steamship Lines at San Francisco, was elected chairman for 
the ensuing six months, according to E. J. A. Watts, secretary. 
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Ocean Shipping News 


Mr. Lloyd succeeds George E. Chapin, assistant genera 
agent of the Nippon Yusen Kaisha at San Francisco, 

Argument on the application of the Luckenbach Steamshj 
Company for an injunction restraining the Intercoastal] Confer 
ence from proceeding with its arbitration of the differences pe. 
tween the Luckenbach Line and the conference regarding the 
classification of the Quaker Line was postponed for another 
week by mutual agreement. The Group B lines met to Consider 
the latest proposition put forward by the A lines, but the meet: 
ing adjourned without any definite results. 

Present rates on cotton from Texas ports to the United 
Kingdom have been extended through March, 1930, Decision 
to extend the present rate, 53c per 100 pounds on high density 
cotton, was reached at a meeting of steamship companies Op 
erating in that trade held the latter part of the week. The 
present rate originally was scheduled to expire December 31 
1929, and the extension through March enables shippers to make 
their bookings well into next year. 

Formation of a committee of seven to plan and superintend 
a vigorous fight to protect New Orleans from aggressions of 
rival ports and to regain trade and freight contributing territory 
whittled away through railroad was advocated by acclamation 
in a meeting of 200 outstanding business men representing the 
commercial organizations of that city. 

The meeting was sponsored by Gov. Huey P. Long and pres. 
idents of the commercial groups. Its purpose was to discuss 
the threat to the port commerce involved in the attempt of 
Texas ports and Texas port railroads to force a mileage differ. 
ential against New Orleans in territory served by the Texas 
and Pacific and Louisiana and Arkansas railroads, exempted 
up to now in the Interstate Commerce Commission decision in 
the famous Galveston rate case. 

The recent embargo on grain at Galveston and permit en- 
bargo at Houston, declared Gov. Long, should serve as a basis 
for a fight before the Interstate Commerce Commission to over- 
throw the decision in the rate case abolishing the equalization 
of New Orleans with Texas ports. The Texas shippers of grain 
are now faced with the necessity of paying a differential if 
they want to use the waiting facilities at New Orleans. 

A four months’ investigation of the routing of shipments 
originating within the limits of the City of Philadelphia, which 
has been conducted by Maurice R. Beemen, commissioner of 
transportation and commerce of the Philadelphia Chamber of 
Commerce, has shown that approximately 2,216,110 tons are 
shipped yearly via New York and Baltimore. A campaign is to 
be started to bring home to local manufacturers the advantages 
of making more use of their own port facilities. It is hoped that 
with the co-operation of the shippers it will be possible to get 
better ship service out of the port. 

The Gypsum Packet Company, Ltd., announces that, with 
the arrival at Philadelphia of its steamer, Gypsum King, it wil 
inaugurate a direct service between Philadelphia and Windsor, 
Nova Scotia, with two sailings a month from its dock at Fifty 
Kighth street and Schuylkill River. Passengers and general 
cargo are now being booked for all points in Nova Scotia and 
New Brunswick. John C. Rogers and Company, Inc., are the 
Philadelphia agents for the Line. The company has 4 similar 
service from Boston and operates three sailing weekly fro 
New York. 


GALVESTON PORT DATA 


Galveston continues to hold its position as the premle! 
cotton exporting seaport of the world, according to a monograph 
on the Texas port published by the Shipping Board and Wa 
Department as part of their joint survey of leading Americal 
ports. 
The report shows that in 1926 Galveston also shipped abroad 
more wheat than any other American port. Conditions were 
unusual at that time, however, so that Galveston’s record-br ; 
ing performance with respect to wheat has not, according ' 
the volume, been duplicated since. ‘abl 

It appears that there are good reasons, from a practica is 
shipping standpoint, as well as from a standpoint of —* 
economics, for this combination of cotton and wheat a 
leading items among Galveston’s export commodities. — 
of its lightness, cotton, it is stated, does not make the ae 
ideal cargo unless combined with commodities having 4 hig! 
specific gravity. It follows, therefore, that vessels 
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PRACTICE AND EVIDENCE 


BEFORE THE 


INTERSTATE COMMERCE COMMISSION 


By H. C. Lust 


Effective September 1, 1929, new rules provide that all persons practicing before 
the Interstate Commerce Commission must be formally admitted to practice by it. 


Thus the Commission officially and publicly recognizes, what the traffic field has realized for years, the tremendous 
importance of traffic law problems, and the immense responsibility resting on those who attempt to solve them. 


The importance of traffic cases, and the responsibility resting upon those practicing traffic law, was well expressed by 
Commissioner Aitchison, in his recent speech before the National Association of Railway Commissioners, when he said: 


“I believe it is to become a new profession, 
embracing the administrative officers and prac- 
titioners before the administrative tribunals. 
This profession is akin to that of the lawyer, 
but, as we will see it is less, and it is more. 
The contention I make is for the recognition 
of this pursuit as a calling, distinct from, 
but related to, other of the learned professions, 
and for the development of educational and 
ethical standards which will make the pro- 
fession of greatest usefulness as a part of 
our governmental machinery. 


* * o s 


“The amazing growth of these administra- 
tive agencies is a direct result of increased 
business, increased wealth, increased wants, 
all interlacing and interacting. And the im- 
portance of matters handled administratively 
has increased both in amount and in conse- 
quence. The Cousins thirty-million dollar tax 
refund case illustrates the point. Several times 
the Interstate Commerce Commission has dealt 
with annual revenues of six billion dollars, in 
one proceeding, the result of which had a 
direct and immediate effect on every person 
who traveled, or who produced or consumed 


goods. 
* *¢ ¢ @ 


“Dignity, too, has come to such service. 
The courts give the administrative determina- 
tions a degree of finality which they do not 
always accord to inferior judicial tribunals, 


and such finality of decision compels respect 
for the action, if not for the individual who 
decides. 

“A simple test will show the importance 
and volume of matters handled by such ad- 
ministrative agencies. Take down a_ recent 
volume of the reports of the United States 
Supreme Court, analyze the important cases 
disposed of upon opinions; see how close to 
fifty per cent of all the matters passed upon 
by the highest court are concerned with the 
jurisdiction or action of administrative officers 
or agencies. They are usually civil matters, 
but they far outnumber the cases involving 
civil rights which have been heard only in 
the courts. A generation ago this test would 
not even have suggested itself. Without dis- 
cussing whether this tendency is desirable or 
inevitable, the disproportion is growing. 


* * * * 


“All of this is virtually a new form of 
law-making, and it requires counsel and ad- 
vocates, as well as those who sit in these 
semi-judicial places. With the latter class are 
to be included the great number of trained 
assistants and subordinates to whom are dele- 
gated the important duties of being the eyes 
and ears of an administrative officer who can- 
not personally see and hear everything. For 
such administrative assistants there is a great 
opportunity for public usefulness. They will 
progressively receive more direct localization 
of authority, with it responsibility and pres- 


tige, and, we may hope, adequate compensa- 
tion. Public service offers no more attractive 
career. 

* © * *@ 

“There is no sadder sight than the fine law- 
yer, hopelessly at sea, and useless to his client 
and to the Commission, because his expert 
knowledge is of the law only. 


“Conversely, it is clear that much of the 
prolixity of records in proceedings is due to 
lack of skill in the arts of the trained advo- 
cate. More technical aptitude in the making 
of rates, or in tariff interpretation, or as an 
accountant, or as an engineer, does not fur- 
nish all the qualifications necessary to the 
proper presentation of a case along lines which 
necessarily must be quasi-judicial. Yet tech- 
nicians with a mere smattering of legal knowl- 
edge, often boldly essay unaided the preparation 
and presentation of a controversy which may 
be headed straight for the Supreme Court of 
the United States. Practitioners before ad- 
ministrative tribunals need skill in both legal 
and technical science. The enormous records 
so often built up before the commissions must 
largely be due to the lack of skillful insight 
into the real, substantial issues and the suitable 
manner of meeting them, which results in a 
loose form of shotgun practice in the hope 
that some stray pellets may chance to land 
in +he bull’s-eye.” 


_ Mr. Lust’s new book supplies the deficiency so well expressed by Commissioner Aitchison. The lawyer, perhaps 
inexperienced in traffic matters, the traffic man inexperienced in legal principles and training, or the trained, highly 
skilled commerce attorney, find here a superb tool with which to work. 


The book is written by Mr. Lust, one of the pioneer commerce attorneys of the country, in active practice before 
the Commission for 25 years, counsel in many of the most important cases ever before it, and whose other books on 
Interstate commerce are standard wherever a railroad runs, used and cited by all courts and commissions. 


™ The book serves as a complete and efficient guide in the solving of traffic law problems, either amicably, or thru 
litigation. The law is given in easy readable style. Then complete explanation on how to analyse your problem and 
the principles governing. If you must file a complaint with the Commission, the technique of drafting such a complaint 
is discussed in detail and many forms are given. The preparation of the case is explained. Where to get your material. 
What witnesses you need and what they should testify to. What evidence is relevant and competent and what is not. 


The proper form of questions. 


petitions, and other necessary pleadings. 


How to write the brief is discussed in detail. A complete skeleton form of brief is given, showing even the form of 
cover, index, preliminary statement, analysis of complainant’s case, analysis of defendant’s contentions, points and 


authorities, argument, etc. 


copies of exhibits, in one of the most fa 


Complete forms are given for complaints, for petition of suspension, intervening 


In addition, a skeleton trial is reproduced, giving the actual questions and answers, and 
mous and hotly contested cases in the Commission’s history. 


_ Every possible phase of a rate case is comprehensively covered from its inception, when the problem first arises, 
to its ultimate conclusion, the decision by the Commission. 


YOU MUST KNOW! 


Now more than ever before Knowledge is Power 


Mr. Lust’s new book, first begun 6 years ago, now renders immediately 
accessible, a complete and efficient guide in railroad rate matters. 


FOR SALE BY 


H. C. LUST AND COMPANY 


Now Ready for Delivery, Over 600 Pages, Bound in Finest Buckram. Price $11.50 Delivered. ~ 


160 N. LaSalle St. 
Chicago, Illinois 
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cotton for export usually try to balance the cargo by taking on 
a certain amount of proportionately less bulky tonnage. Gal- 
veston has found that, of her other commodities, grain, flour, 
iron and steel serve admirably in this way to balance her 
cargoes of cotton. Having regular steamship service to Atlantic 
and Pacific ports, and being visited by a large number of tramp 
steamers which participate in the grain and cotton trade, Gal- 
veston’s problem is not so much one of ships as of improving 
her already existing transportation facilities. 

The report discloses what are called unusual conditions 
surrounding the ownership and operation of Galveston’s docking 
and loading facilities, most of the developments in this line 
having been installed by the Galveston Wharf Co., which owns 
about 90 per cent of the developed waterfront. The city of 
Galveston, in turn, owns one-third of this company, so that 
civic enterprise is largely responsible for the introduction and 
development, in recent years, of the city’s modern terminal 
equipment. Among other improvements has been the replace- 
ment of antiquated wooden structures by up-to-date concrete 
buildings of approved design, thus not only facilitating the 
movement of traffic, but at the same time minimizing the fire 
hazard. One of the latest innovations is the handling of cotton 
between warehouse and ship by gasoline tractors and trailers. 

Tables accompanying the report show that in the ten-year 
period, 1927 to 1926, the foreign and domestic commerce of the 
port averaged 5,400,000 tons per annum, 58 per cent of which 
was foreign commerce, and the remaining 42 per cent domestic 
commerce. Wheat and cotton together comprised over 68 per 
cent of the total exports, while petroleum amounted to almost 
81 per cent of the total imports. 

In addition to comprehensive commercial statistics, the new 
volume gives detailed information respecting Galveston’s port 
and harbor conditions, port customs and regulations, port serv- 
ices and charges, fuel and supplies; facilities available to com- 
merce and shipping, including piers, wharves, docks, ship repair 
plants, coal and oil bunkering, grain elevators, storage ware- 
houses, bulk freight accommodations, floating equipment, wreck- 
ing and salvage equipment; railroad and steamship lines and 
their charges in connection with terminal service. 
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Copies of the report may be obtained from the Unit 
States Shipping Board, the War Department, or the sn 
ment Printing Office. : Th 


WOOD PULP LIGHTERAGE 


Paul Pandolfi, traffic manager for Bulkley, Dunton ang Com 
pany, New York, has written the following letter to w. p 
Askew, chairman, Trunk Line Association New York Harbor 
Lines: 


We wish to bring before your committee for consideration @ modi 
fication of the present very inefficient, laborious and time-wasting 
procedure regarding lighterage charges on imported wood pulp, 


Under the present rules (example: Rule S-60, Paragraph F, w ¢ 
Tariff Circular A-700, I. C. C. 5967) lighterage charges are assessed 
when shipments are ordered placed into storage. Immediately when 
shipments are ordered out lighterage charges are refunded, under 
Rule F. Paying out lighterage charges and then having them refunded 
involves considerable additional accounting work and much time ex. 
pended. Often the lighterage charge bills are rendered after ship- 
ments are ordered out. This necessitates honoring and paying the 
bill, only to have the lighterage carriers immediately refund the 
charges. In many instances it is necessary to write several dunning 
letters requesting refund of lighterage charges on shipments unex. 
pectedly ordered rushed out. All this entails a considerable amoun: 
of extra work, both for shippers and carriers, and it is a difficult task 
to Keep the lighterage accounts in order. 

It appears a far more favorable and expeditious method would be 
as operative under Paragraph E, Rule S-60, wherein lighterage car. 
riers assess lighterage charges ONLY if shipments are forwarded out 
via lines other than where stored. Or, if permitted to remain in stor. 
age more than 12 months, which is very infrequent; in fact, we have 
no knowledge of any shipments that have been stored for so long 
a period. 

This would mean but one assessment and no refunding, thereby 
eliminating duplication of all additional accounting, as lighterage car- 
riers would not bill the shipper unless such a forwarding was made 
or allowed to remain in storage over 12 months. 

We strongly trust your committee will seriously consider the pres- 
ent very faulty and deficient system of handling lighterage charges, 
which is a general complaint of all the wood pulp importers, witha 
view of modifying the existing rules or by publication of an excep- 
tion on imported wood pulp. 

It will be greatly appreciated if you will arrange to promptly place 
this important matter on your first docket, keeping us actively in- 
formed of developments. 














The Locomotor—Milwaukee’s Smokeless Engine 


NEW and unique high-pressure steam engine that promises 
to maintain the supremacy of steam for transportation 
important divisions of the railway 


purposes in many 


field, where electrification or motorization has been considered, 
has been acquired by the Chicago, Milwaukee, St. Paul and 
Pacific. 

The new type of motive power is called the “Locomotor,” 
the first of which will go into passenger service on the Mil- 





waukee next week, operating out of Milwaukee through Janes- 
ville to Plattville, Wis. 

The development of the Locomotor has covered ten years 
of work in the laboratories of the International Harvester Com: 
pany. In the last three years practical service tests have beet 
made in conjunction with the Milwaukee road by the Har 
vester Company and the Ryan Car Company, who are putting 
it on the market. It is sixty-one feet long and weighs ll’- 
000 pounds. Steam is generated in a smal 
compartment in the forward end of the car 
where the controls are located, and the et 
gines themselves are fastened under the 
car to permit the floor space being used for 
baggage, express and mail. The new wll 
uses steam at six hundred pounds’ pressult, 
which is about three times the normal pres 
sure of the modern steam _ locomotive. 
Steam is not stored in any large quantily 
but is made only as needed. The fuel used 
is either distillate or ordinary furnace 0 
automatically fed, and is burned so com 
pletely that there is no smoke. Unlike gas 
oline exhaust, the gases from the burned 
fuel are not poisonous. The steam itself is 
condensed and the recovered water is ust 
again. 

Power is applied to both rear and . 
ward axles without the interposition ° 
transmission gears. Journals are of the 
new roller-bearing type, enabling the Ca {0 
be started with a minimum of tractive & 
fort, and without noise or vibration. Aw 
ond unit of the type shown is scheduled for 
delivery in about 90 days. the 

“This new development indicates that 2 
possibilities of steam have not ge 
hausted for transportation purposes wth 
steam may yet prove superior to the su re 
tutes that have been offered, without © 
necessity of making radical change 
equipment and other facilities,” said“ 
Gillick, vice-president, of the Milwauket 
announcing the new equipment. 
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THE SOUTHERN SERVES THE 


BELL in the distance, swelling 

note by note. Around the bend 
a green locomotive smoothly rolls... 
the air brakes sigh... porters emerge 
with steps and luggage. 


A cross section of American life: 
A banker hurrying to an important 
meeting—a merchant returning from 
a buying trip—a farmer and his fam- 
ily come to town for a day’s shopping 
—away they scatter ... while the 
train goes on. 


On board, the train crew; along the 


Address inquiries regarding Southern Railway System Service to , 
E. R. OLIVER 


Vice-President in Charge of Traffic 
Washington, D. C. 


From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
phis ... to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans . .. the Southern 
Serves the South. 
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A train comes in 
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line, dispatchers, telegraph operators, 
section men; inspectors, mechanics 
and office forces—an organization of 
60,000 capable employes who togeth- 
er with modern equipment justify 
your confidence that you will be car- 
ried swiftly, comfortably and safely 
to your destination. 


yr? 
A daily occurrence, a commonplace 
occurrence,—but the pulse of the 


South beats time to the rhythm of 
these arrivals. 


SOUTH 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions mages Sage practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought ~~ for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Form of Concurrence Does Not Restrict 
Application of Rate 


Texas.—Question: Kindly refer to S. W. L. Territorial 
Directory 1-G, I. C. C. 1665, and note various lines such as the 
Erie file under concurrence FX 6. I infer from this, that the 
territorial application is only applicable via and to this line, 
but does not apply from this line. 

If my interpretation is correct, do we have any territorial 
application from stations in this directory where lines file 
under this coficurrence? 

An explanation from you will be appreciated. 

Answer: An FX 6 concurrence, under the provisions of 
Rule 23 of the Commission’s Tariff Circular No. 20, authorizes 
the publication of rates via, and to, but not from points located 
on the carrier giving such concurrence to a tariff publishing 
agent. 

An FX 6 concurrence is carried in Southwestern Lines Ter- 
ritorial Directory for the Erie R. R., although the directory is 
applicable on traffic to and from points in Arkansas, Louisiana, 
Missouri, etc. 

It has been held, however, by the Commission that where 
a given rate is displayed to the public in a tariff as unrestricted, 
the fact that the concurrence of a carrier was limited to certain 
traffic did not make the rate inapplicable. See Healy & Towle 
vs. C. & N. W. Ry. Co., 43 I. C. C. 83. In this case the Com- 
mission said: 


_Concurrence sheets are not posted in the same manner as are 
tariffs, and no opportunity is afforded the general public to ascertain 
whether or not the terms of the concurrence limit the application 
of the tariff in so far as the participating road is concerned. The 
tariff of the North Western offered to the public a rate of $82.50 
per car on horses from South Omaha to Wausau over the route of 
movement, and as to the shipments from that point the $82.50 rate 
must a The tariff or the concurrence must be immediately 
corrected. 


Conversion—What Constitutes 

Missouri.—Question: In March we shipped a carload of 
metal to a consignee that has since gone bankrupt. We held a 
chattel mortgage on the goods and secured a court order 
release and instructed a trucking concern to have the material 
hauled from the consignee’s plant to railroad team track and to 
consign the car to qurselves. 

It appears that the trucking company had received instruc- 
tions from the consignee to haul the material into their plant and 
also had paid the freight for the consignee on the car inbound 
and when they discovered that the metal belonged to us they 
billed the car as from themselves and consigned same to their 
order notifying a trucking concern in our city to whom we 
had to pay the freight inbound and handling charge inbound 
before they would turn over the bill of lading to us so that 
we could release the car. 

Please advise if the trucking company could be prosecuted 
under section 41 of the Bills of Lading Act due to the fact that 
they represented the material as belonging to themselves and 
our name was not shown as consignee or consignor. Also if pos- 
sible quote Supreme Court decisions on similar cases. 

Answer: In our opinion, section 41 of the Bills of Lading 
Act does not apply to the instant case as there was no false 
utterance or forgery of a bill of lading, but only an assertion of 
dominion by the trucking company over your goods wrongfully 
exerted. Therefore, while the trucking company is not, in our 
opinion, liable to the penalties of section 41 of the Bills of 
Lading Act it can, we believe, be held liable in conversion. A 
conversion is any distinct act of dominion wrongfully exerted 
over another’s personal property in denial of or inconsistent 
with his rights therein, such as a tortuous taking of another’s 
chattels, or any wrongful exercise or assumption of authority, 
personally or by procurement, over another’s goods, depriving 
him of the possession, permanently or for an indefinite time. 
The act must be essentially tortuous, but it is not essential to, 
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conversion that the defendant apply the property to his own 
use, if he has exercised dominion over it in exclusion 0 
defiance of, or inconsistent with the owner’s right. It 
apparent that your goods were converted by the trucking ¢om. 
pany and while a plaintiff is generally entitled to recover the 
value of the property converted, the defendant is permitteg to 
show the existence of facts which would make it unjust ¢, 
allow the plaintiff to recover such amount where the 
have been returned to and accepted by the plaintiff, ang hence 
the recovery may be reduced to a merely nominal sum, Unless 
special damages apart from the mere value of the property 
are shown. 

You can, in our opinion, recover the amount of the drayage 
from the team track to the place of business of the Consignee 
the buyer, at destination, as the consignee and not you as the 
consignor, contracted therefor. Also the freight charges from 
point of origin to original destination, as the amount thereof 
was paid to the carrier by the trucking company for accoupy 
of the consignee and not your acount. The trucking company 
must look to the consignee for these amounts. 


Reconsignment—Instructions Calling for Protection of Through 
Rate 


Wisconsin.—Question: A carload of melons was shipped 
from Sylvester, Ga., on July 18, 1928, to Chicago, IIl., and routeg 
C. of G., N. C., L. & N., and C. & E. I. While the shipment was 
in the hands of the C. & E. I. Ry. the party to whom it was 
consigned requested reconsignment of the shipment to a Mai. 
ison, Wis., firm and specified C. M. St. P. & P. routing with the 
further request that through rate be protected. The only through 
rate that was in effect at the time from Sylvester, Ga., to Mad. 
ison applied via the I. C. Line. The C. & E. I. went ahead ani 
reconsigned the shipment.and routed it from Chicago to Mad 
ison via the C. M. St. P. & P. without making any effort to 
ascertain from the consignor what his further wishes were in 
the matter. 

Since the reconsigning order covered conflicting instru. 
tions we contend that the responsibility was on the carrier to 
ascertain from the shipper whether he was agreeable to paying 
the higher combination rate which applied via the C. M. St. P. 
& P. or whether he was agreeable to having the shipment 
routed over the line that had the through rate which was con- 
siderably lower than the combination rate in effect. The car 
rier now takes the stand that the Commission has ruled that 
a combination can be used as a through rate and uses this as 
a reason for declining to settle an overcharge claim. 

Answer: In our ovpinion, the principle of the Commission's 
decision in Lehr Lumber Co. vs. R. R. & G. R. R. Co, 12 
I. C. C. 335, is applicable to the instant case. The Commission 
therein said: 


The reconsignment instructions were not to protect a joint rate 
er any specific rate, but the “lowest through published rate.” Such 
instructions obviously meant the lowest through rate applicable over 
the route traversed from point of origin to the point at which the 
shipment was reconsigned. The instruction was not sufficient t 
operate as a notice to defendants that complainants wanted a mie 
which was not applicable over the route traversed to East St. Louis. 


We find that, under the circumstances shown of record, the ée- 
fendants were not under a duty to notify complainants that the 38.3 
cent rate was inapplicable; and that the rate charged was applicable 
and not unreasonable. The complaint will be dismissed. 


Delay—Refusal of Carrier to Reconsign 


Florida.—Question: We s).ipped a car of citrus fruit from 
a Florida point to Charleston, West Virginia. The car Wis 
routed A.C. L., G. & F., C. & W. C. and C. & O. 

After arrival at destination this car was reconsigned \ 
Cleveland, Ohio. Reconsignment was given to originating ca 
rier with instructions to route Big Four. : 

The Big Four railway does not touch Charleston, West Vit 
ginia, but it does connect with the C. & O. at Columbus and 
Cincinnati. The C. & O. refused to reconsign, advising us thé! 
the through rate would not apply. We then wired the C. & 0. 
to forward the car, giving Big Four delivery at Cleveland, Ne¥ 
York Central movement out of Charleston. 

This car was delayed account of refusal to reconsign, 
we have filed claim for the decline of market. The caret 
contend that they were not liable because they could not for- 
ward the car at the through rate, whereas our original diversi 
instructed that car be reconsigned at the “lowest through wt 

We contend that the carriers should have forwarded t 
car via New York Central Lines, but even granting that ~ 
were not required to forward by that route that they had 
right to hold the shipment and that they should have forw 7 
it to Columbus or Cincinnati even though it had enta 
backhaul charge. tl 

The Big Four railway is a part of the New York Cen 
Lines, and this further complicates the situation. tins 

Please advise fully whether you agree with our conten 
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320 Magazine St., 
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J. P. HIGGINS, T. M. (Solicitation), 
1204 Federal Commerce Trust Bldg., 
St. Louis, Mo. 


MEMPHIS, TENN. 


DALLAS, TEXAS, ’ 
1201 Cotton Exch. Bldg., 


2610 S. Ewing St., 

L. W. Carson, Trav. Frt. Agt 
HOUSTON, TEXAS, 

2905 Cleburne St., 

J. H. Golden, Com. Agt. 
LOS ANGELES, CAL., 

807 Pacific Elec. Bldg., 

Cc. Krueger, Com. Agt. 


MINNEAPOLIS, MINN., 
523 Marquette Ave., 
G. E. Helwig, A. G. F. A. 


MOBILE, ALA., 
315 Van Antwerp Bldg., 
H. M. Wilson, Com, Agt. 


H. T. Anderson, Gen. Agt 


C. E. BECKER, Asst. to T. M. (Solicitation), 
320 Magazine St., 
New Orleans, . 

H. E. RUDDIMAN, Asst. T. M. (Solicitation), 
521 Austin Bldg., 
Chicago, Il. 


ST. LOUIS, MO., 
1207 Fed. Com. Trust Bldg., 
J. F. Ward, Gen. Agt. 
ST. PAUL, MINN., 
1417 Pioneer Bldg., 
Elmer Cordes, Gen. Agt. 
SAN FRANCISCO, CAL., 
415 Customhouse, 
T. B. Esty, Pac. Coast Rep. 
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or those of the carriers, quoting any decisions you may find to 
support your beliefs. 

Answer: It seems apparent that, under the original recon- 
signing orders given it, the C. & O. should have fowrarded the 
shipment from Charleston over the cheapest route affording the 
Big Four a line haul, inasmuch as the reconsigning instructions 
did not provide for the application of a joint rate or any specific 
rate, but merely the lowest through rate applicable via the route 
designated. Lehr Lumber Co. vs. R. R. & G. R. R., 132 I. C. C. 
335. 

We can locate no opinion of the Commission or decision 
of the courts covering similar circumstances but, inasmuch as a 
disregard of reconsigning instructions is a violation of the inter- 
state commerce act, it would seem that a refusal to reconsign is 
also a violation, and if so damages resulting from a decline in 
the market price should be recoverable either in action at law 
or through complaint filed with the Commission. 


Reconsignment—Duty of Carrier 


Pennsylvania.—Question: We will be pleased to hear from 
you as to whether in your opinion the claim in question should 
be adjusted by the Transportation Co. or whether we are in 
error in filing said claim. 

Under date of October 16, 1928, we forwarded from Asbestos, 
Penna., locally on the Pennsylvania Railroad, a carload of 
material subject to the carload rating, destined to Sturgeon Bay, 
Wis., and routing specified on bill of lading to be handled 
through the Chicago Gateway for G. B. & W. Lines delivery. 

According to the tariffs in our own files the best rate ob- 
tainable was based either on Chicago or Milwaukee, and as 
soon as car was forwarded we notified consignee by telegram, 
who replied that according to their interpretation the cheapest 
rate would be made by handling the car through the Kewaunee, 
Wis., Gateway, the latter point from shipping point subject to 
the same rates as Chicago or Milwaukee. 

We at once communicated with the general office of the 
initial line, who advised us that the rate applied was the cheap- 
est rate to apply, and, therefore, car was not out of route. 

We then communicated with a line not interested in the 
movement of this car, who advised us that by handling car 
through the Toledo Gateway to Kewaunee across lake, one local 
rate to Kewaunee, another local rate to Casco Junction, Wis., 
and third local rate to destination would be the cheapest rate 
to apply and quoted the tariff authority for same. 

As over 24 hours had passed when we again insisted on 
the initial line to divert the car in order that consignee would 
pay the least amount of freight charges as already described. 

The initial line then stated that the car was made up in a 
through train to Chicago and was too late to be removed for 
diversion, and also called our attention to the fact that there 
is no tariff or circular issued by either their traffic or transpor- 
tation department which states that cars will not be removed 
from through classified trains for the purpose of diversion. It 
is simply an understanding between the two departments. Upon 
reflection we would readily agree that it would be entirely im- 
practicable, after cars have been classified for movement for- 
ward, or remove through the various intermediate classification 
yards in a through train, to remove such cars for the purpose 
of diversion, without seriously delaying the movement of such 
trains. 

These through classified trains are operated at the request 
of the shipping public, and to delay the entire train for the 
purpose of moving one car, invariably results in needless com- 
plaint from the owner of the shipments contained in the other 
cars. 

In our opinion, we feel that this excuse is anything but 
reasonable, due to the fact that they admit that car could 
have been diverted, only for the reason as already explained, 
they were sorry that they could not comply with out request, 
and, therefore, return all claim papers. 

Answer: The privilege of reconsigning a shipment is held 
out by practically all carriers, and the Commission has awarded 
damages resulting from the failure of a carrier to reconsign 
a shipment if the reconsignment instructions were given the 
time to permit of the diversion of the shipment via a route over 
which the through rate could be protected. See Chevrolet Motor 
Co. vs. C. R. I. & P., 182 I. C. C. 337-339; Page & Hill Co. vs M. 
& I. Ry. Co., 120 I. C. C. 265; Standard Oil Co. vs. A.C. L., 115 I. C. 
C. 239; Wistar Underhill & Nixon vs. C. & O. Ry. Co, 43 I. C. C. 
254. The carrier is, in the instant case, liable for its failure to 
reconsign if, as we understand, the shipper insisted upon the 
reconsignment of his shipment and did not merely rely upon 
the carrier’s statement that the lowest rate applied via the 
route through Chicago, in which latter event the decision in 
Milne Lumber Co. vs. V. S. & P., 142 I. C. C. 267, governs. 


Demurrage—Delay by United States Customs 


New Jersey.—Question: Your opinion of the followoing 
case is respectfully asked. 
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Car Sou-153979 loaded with bones from Cuba, in bong , 
signed to A, arrived at our terminal, Port Newark, Octobe, 
30, 1928. On November 1, 1928, at 7:00 P. M., the deputy o 
lector, U. S. Customs, seized the car and upon examinatiy 
found same to contain liquor. Armed guards were placed os 
car by the Customs and on November 6, car was releaseq pm 
after the liquor was confiscated by the. Customs Department, 

The delivering carrier has assessed us with the dem 
claiming they delivered car and complied with the bill of ladin 
contract and further that National Car Demurrage Rules tart 
4-H, Rule 2, Section B, paragraph 5, has reference to freight ip 
bond for Customs entry and Government Inspection. In pajep. 
thesis is stated “See Rule 8, Section F.” 

It is our contention no demurrage should be assessed While 
car was under guard of the U. S. Customs and Rule 8, Section 
F, reading “Delay by U. S. Customs, such additional free time 
shall be allowed as has been lost through such delay,” ¢oye, 
fully and as car was delayed by the Customs we are entitje 
to a total of 48 hours free time. 

Answer: We can locate no opinion of the Commissig, 
specifically in point, but its decision in Sunny Brook Distillery 
Co. vs. A. T. & S. F. Ry Co., 113 I. C. C. 533, indicates that jt 
would hold in the instant case the demurrage charges assgesgej 
are applicable. 

Limitation of Actions 


Louisiana——Question: In the issue of the Traffic World of 
July 20, on page 180, under the above caption, you answer , 
question in regard to reparation claims that have been file 
with a carrier for 11 months and then returned with the advice 
that the matter was held up pending an order from the courts 
authorizing their receivers to participate in the claims, causing 
two-thirds of the claims to become barred by the Statute of 
Limitation. Your answer is that the shipper has no recourse. 

In answer to “Kansas,” page 100-102 of the Traffic World of 
July 9, 1927, reference was made to a decision of the Con. 
mission in Vol. 55, I. C. C. 262, in which the complainant was 
advised by the carrier that the claims had been filed with the 
Commission, the Commission holding that the complainant 
was thereby lulled into the belief that its rights were protected 
and that the shipments were not barred by the statute of limits 
tions. 

It would seem that by the facts recited by ‘Massachusetts’ 
that they were lulled into the belief that application had bea 
filed, or by not hearing from the carriers for 11 months they 
would naturally believe themselves protected in the matter. It 
would seem that “Massachusetts” has a chance to revive these 
claims if referred to the Commission with all facts in the case, 

Answer: In our opinion, the decision of the Commission in 
California Pine Box and Lumber Co. vs. Southern Pacific, 4 
I. C. C. 372, and not the decision in Rockford Paper Box Boari 
Co. vs. C. M. & St. P. Ry Co., 55 I. C. C. 262, is applicable to 
the facts set forth in the question of Massachusetts, on page 
180 of the July 20, 1929, Traffic World. In the latter case, the 
Commission is waiving the application of a provision of its 
Rules of Practice, namely, the period of six months within 
which a complaint must be filed following the registering o 
shipments with it for the purpose of tolling the statute of 
limitations, while its decision in the former case deals with 
shipments as to which no complaint has been filed with the 
Commission, the Commission holding that regardless of aly 
delinquency on the part of the carrier it has no jurisdiction i 
respect to claims barred by the statute of limitations. In other 
words, while it may waive a provision of its rules of practice, 
where the circumstances of a particular case justify such actiol, 
it cannot waive the statutory provision governing the tim 
within which a claim must be filed with it, regardless of the 
circumstances. 


Tariff Interpretation—Application of Combination Rule to Alter 
native Intermediates 


Virginia—Question: Will you kindly give us ruling cove 
ing movement of shipment as follows: 

One carload molding sand from Woodford, Va2., to Lynch: 
burg, Va., which moved on rate of $1.63 net ton. Deliverilé 
carrier has presented balance due freight bill in the amount of 
$19.99 based on a rate of $2.06 net ton. Upon handling thi 
matter the delivering line advises as follows: 


It is noted that you are contending for the application of Jones 
combination tariff and it has been the ruling of our traffic de ‘the 
ment that Jones’ I. C. C., U. S. No. 1 could be applied only i 
absence of joint through rates via route of movement. class 

In this case, C. & O. Freight Tariff 928 names through 
rates via route of movement, also carries provision on title past 
that where combination of local rates to and from the junction poi 
make lower total rates, such combinations shall apply. that 

With the application of the combination tariff, we believe 
you will agree a through rate is constructed and therefore our 
ance due bill is on proper basis. 

the 


Answer: In so far as interstate traffic is concerned, 
Commission has held that where a tariff provides 
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aggregate of intermediates may be applied when lower than a 
through rate published therein it is the full aggregate of inter- 
mediates and not the product of intermediate rates treated by 
a rule which results in something less which is meant by the 
alternative rule. See California Dressed Beef Co. vs. A. T. & 
S. F. Ry. Co., 128 I. C. C. 607, 610. 


Delay to Express Shipment—Charges for Freight Service Not 
Applicable Because of Delay 


New Jersey.—Question: A shipped to B 13,000 Ibs. of 
material via Railway Express Agency, loading the shipment 
and forwarded in a through car. The Express Company was 
asked to expedite shipment all possible. 

The normal time involved on an express shipment of this 
sort is 36 hours, but due to negligence on the part of the 
Express Company, it is 94 hours before shipment is delivered. 

The writer would appreciate it very much if you will advise 
whether or not the Interstate Commerce Commission has passed 
upon a claim for delayed shipment against the Railway Express 
Agency or any Express Company on a basis of freight charges 
in lieu of express charges or what the possibilities of a claim 
of this character being paid. 

Answer: We can locate no opinion of the Commission 
dealing with this question. However, it is our opinion that 
where a contract for carriage of goods is made with an express 
company and in accordance with the regulations contained in 
the usual express receipt, the express company may charge for 
the service rendered in accordance with its published tariffs, 
even though the shipment did not move within the usual time 
required for express. The expedited movement of the shipment 
is an incident of the duty of the express company and the 
owner’s redress for the failure of the express company to ex- 
pedite the shipment lies in an action for unreasonable delay 
and not in a claim for refund of charges to the basis of freight 
charges, unless a published tariff specifically provides therefor. 


Limitation of Actions—Overcharge 


Alabama.—Question: If an overcharge claim is filed with 
the carrier within three years from date of delivery, and the 
claim is held up for a year or so, can the railroads lawfully pay 
this claim after the expiration of three years from date of 
delivery of the shipment? 

Answer: Subdivision (c) of paragraph 3 of Section 16 of 
the Interstate Commerce Act provides that for recovery of over- 
charges action at law shall be begun or complaint filed with the 
Commission within three years from the time the cause of 
action accrues, except that if claim for the overcharge has been 
presented in writing to the carrier within the three year period 
of limitation, said period shall be extended to include six months 
from the time notice in writing is given by the carrier to the 
claimant of disallowance of the claim. 

Apparently, disallowance of the claim by the carrier is a 
condition precedent to the running of the six months’ period 
and therefore, action on your claim on the part of the carrier 
must be had before you can present the claim to the Commission. 
In that Connection see Tyson and Jones Buggy Co. vs. A. & A. 
Ry. Co., 17 I. C. C. 330. 


Tariff Interpretation—Application of Rule 34 of Classification 


Ohio.—Question: Will you please give us your opinion 
and reference to any rulings on the following in connection with 
Rule 34 of the Consolidated Classification? 

The shipper orders, for instance, a car 40 feet in length and 
in lieu thereof the carrier furnishes a car of longer dimensions. 
Seetion 2, paragraph A, of Rule 34 states that the minimum 
weight for the car furnished shall be that fixed for the car 
ordered, except when loading capacity of the car is used, 
the minimum weight shall be that fixed for the car furnished. 

The example is this: Shipper does not load car furnished 
to its physical or loading capacity. However, the physical !oad- 
ing capacity of the car ordered is exceeded, but the requirements 
of the minimum weight for the car loaded are not met. 

Under the application of Rule 34, Section 2, Paragraph A, 
would the shipper be justified in refusing to make payment of 
freight charges based on the minimum weight of the car fur- 
nished? 

We have had considerable discussion regarding this matter, 
due to the fact that the physical capacity of the car ordered is 
exceeded, but the car loaded is not used. Your opinion will be 
greatly appreciated. 

Answer: Paragraph (a) of Section 3 of Rule 34 of the 
Consolidated Classification is applicable to orders for cars 
over 36 feet 6 inches in length. 

A literal interpretation of the clause reading “except that 
when the loading capacity of the car is used, the minimum 
weight shall be that fixed for the car furnished,” does not 
require the application of the minimum weight for the car used 
because of the fact that the shipment could not have been loaded 
into a car of the size ordered. 


Vo 
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We can locate no opinion of the Commissi , 
this provision of Rule 34 of the Classification othe 
report in unreported opinion No. A712, Docket 6085 = - 
Moerke vs. C. & N. W. Ry. Co. In this case the Com, ward 
applied to a shipment, as to which the carrier furnish, . 
longer car than that ordered by the shipper, the ae nn 
Rule 66 of Tariff Circular 18-A, which, like the Present Ts 
ee ye £. o ~~ 20, contains a proviso that the pA 
cou ave been loaded into a car of i 
ordered. sn ——e site 

There appears, however, to be no basis for readin 
proviso of Rule 66 into Rule 34 of Consolidated Classifi 
No. 5 which, as we above stated, contains no requirement the 
the shipment could have been loaded into a car of the a 
ordered, as a condition precedent to the application of the 
visions of paragraph A of Section 3 thereof. * 


inne 
Personal Notes 


aia 


Marshall Carter Hall, lawyer, of Virginia and Washingt 
has been appointed general attorney of the Chesapeake & Obie 
with offices in Richmond, Va., effective August 15. He has been 
with the firm of Carlin, Carlin and Hall in Washington, ip gen. 
eral practice but more particularly engaged in income tax my. 
ters and work before the Court of Claims. 


W. B. Jester has been appointed general traffic manager ¢ 
the David Pender Grocery Co., with headquarters at Norfolk, 
Va. F. R. Wright has been appointed traffic manager, Charlot: 
branch. Russell Borjes, formerly assistant traffic manage 
David Pender Grocery Co., has been appointed traffic manager 
Rojers, Inc., with headquarters at Atlanta, Ga., and B. L. 04 
end’hal, Jr., has succeeded Mr. Borjes as assistant traffic map 
ager of the Pender Grocery Co., Norfolk, Va. 

Carson L. Taylor and William L. Hunter have been 
poionted assistant general solicitors for the C. M. St. P. and P, 
with headquarters at Chicago. Mr. Taylor has been connected 
with the road’s legal department at Des Moines, and Mt, 
Hunter has been in the business offices at Chicago. 

J. B. Cossolini, Jr., has been elected a director of the Ho 
boken Manufacturers’ Railroad. He was formerly auditor, har 
ing entered the employ of the road in November, 1915, as steno- 
grapher and bookkeeper. 

H. E. Cain has been appointed district passenger agent, 
Pennsylvania, at Birmingham, Ala. 

Hans Engel, general representative in this country of the 
German Railroad Co., with offices at New York, is sailing Au. 
ust 10 on an official trip to Germany, from where he expects 
to return about October 15. In his absence, the informatio 
service will be rendered by his assistant, Ludwig Bauer. 

















Doings of the Traffic Clubs 





The Traffic Club of Chicago will hold a golf outing at tl 
Southmoor Country Club, August 14. Twenty major prizes vil 
be awarded. 





The bowling league of the Motor City Traffic Club of 2 
troit will open its season at the Recreation Building Septem 
12, with the first of a series of games. 





The Birmingham Traffic and Transportation Club will hi 
a luncheon at the Business and Professional Women's “ll 
August 13. Mr. Fies, vice-president, DeBardeleben Coal Co, ™ 
speak on “King Coal.” 





The Traffic Club of Atlanta had a luncheon at the Atla! 
Athletic Club August 5, sponsored by Pitcairn Aviation, Ip 
The program was arranged by John K. Ottley, Jr., southert 
resentative of that organization. Ralph S. Westing, se 
traffic manager, Pitcairn Aviation, Inc., Philadelphia, was ™ 
principal speaker. 





The Milwaukee Traffic Club will hold its second golf tow 
ament of the season at the Tuckaway Country Club A 





The Traffic Club of Newark will hold a golf outing # dl 
Colonial Country Club, Rahway, N. J., August 15. The ™ 
meeting will be held at the Chamber of Commerce Septea™ 
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even the flapper 
has her points 


HE old days sound good in song. The 

soft focus effect caused by the fading 
memories of years gone by has a magical 
effect of making things seem better than 
they actually were. 


ODERN life, intricate as it is, is a hap- 

pier one than our forbears knew. 
Even the modern flapper has her good 
points—and shows ’em, too. 


TEAMBOATING, for example has been 

greatly improved. The modern steel 
steamer is far superior to the old fashioned 
boats that braved the inland seas. Ships 
are faster today. And package freight is 
not handled as so much pig iron. 


HE Poker Fleet—Steamers Ace, King, 

Queen, Jack and Ten—operated by the 
Minnesota-Atlantic Transit Company has 
a scheduled sailing every forty-eight hours 
from each port served. Four days from 
Buffalo to Duluth. Three from Detroit. 


N connection with rail lines the service 

is from Eastern and C. F. A. territory to 
points in the northwest. Lake and rail 
rates are lower than all rail, of course. 
Many traffic men are helping their sales 
departments in reaching the northwest 
most economically. For additional infor- 
mation or a rate card, write the «-xecutive 
office or the nearest branch. 


MINNESOTA-ATLANTIC TRANSIT COMPANY 


Fast package freight service between 
Buffalo—Detroit—Duluth 


A Division of the 


TERMINALS AND TRANSPORTATION CORPORATION 


OF AMERICA 


A. MrtterR McDovuaa t,t, President 
Executive Offices: 1174 First National Bank, Detroit 


MINNEAPOLIS BUFFALO 
ST. PAUL NEW YORK 


DULUTH 
CHICAGO 
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9. The annual outing will be held at Mazdabrook, Parsipp 
N. J., September 19. A feature of the outing will be the ma 
away of an automobile. Me 


The Women’s Traffic Club of Los Angeles held a meetin 
in the club rooms of the Transportation Club of Log An — 
at the Alexandria Hotel, July 31. Professor B. H. Hoffman —. 
on “Legal Kinks and Tricks in Business.” Ann Booking Am . 
ican-Hawaiian Steamship Co., gave a talk on a trip to’ Alask, 
from which she had recently returned . 


The Junior Traffic Club of Chicago will leave on an all-day 
outing to Michigan City, Ind., at 9:30 a. m. August 18, from 
Navy Pier. A three-hour stop-over will be made at Michigan 
City, where there will be a program of sports and entertainment 


SHIPPERS MERGE WITH ©. A. ¢ 


What was spoken of as an outstanding event in the indys. 
trial life of Chicago was consummated August 7, when the 
Chicago Shippers’ Conference Association unanimously approved 
a plan to merge with the Chicago Association of Commerce as 
the industrial traffic division of the latter. 

The action will bring into one organization every sige. 
track operator manufacturer and wholesaler in the metropolitan 
Chicago area, without reference to previous affiliations, to the 
end of unified effort on matters affecting the rates, rules 
regulations and practices of common carriers by all shippers 
and receivers of freight, according to the plan. 

It gives to the industrial traffic manager the same recogni- 
tion enjoyed in the Association of Commerce by other profes. 
sions, such as lawyers, doctors and accountants, and will enable 
important expansion in the organized activities of those who 
direct the transportation policies of local industries, says J, P. 
Haynes, president of the shippers’ organization and executive 
vice-president of the Association of Commerce. 

The territory covered by the new organization is that onand 
within the line of the E. J. & E., from Waukegan, III. to Gary, 
Ind. Any industry shipping or receiving freight in that area 
will be eligible for membership, whether belonging to the Asso- 
ciation of Commerce or not. It is the purpose to set up a clear 
ing house by commodity groups through which all problems af- 
fecting the individual groups may be handled, the Association of 
Commerce merely acting as the agency through which action 
may be obtained. Thirty-three commodity groups are provided 
for in the plan. 

Approximately 3,500 industries, having 4,500 private side 
tracks, are estimated to be within what is technically described 
as the Chicago switching district. It is thought that the metro 
politan area to be covered by the new organization embraces in 
the neighborhood of 10,000 industries, and it is pointed out that 
in about 99 per cent of all rate cases affecting the area the inter- 
ests of all of those are similar and that there will now be the 
necessary machinery to consolidate that interest and make it 
effective. 

The Chicago Shippers Conference Association has a member- 
ship of about 400. It was founded in 1920 to insure united 
action on transportation problems affecting Chicago proper. 
The Association of Commerce has a membership of more than 
7,000, and the present plan, as adopted at the shippers’ meeting 
this week, contemplates the immediate circularization by letter 
of more than 4,000 industries to the end of obtaining their co 
operation in the new venture. 

“This merger,” said Frank R. Winas, president of the As 
sociation of Commerce, “following shortly after several large 
bank consolidations with corresponding reductfon in overhead, 
reflects the belief of the city’s outstanding business conceris 
that better results may be attained at cheaper cost by working 
through organizations of long standing rather than by creation 
of new agencies with an accordingly increased tax on business 
itself.” 


TELEPHONE OPERATING FIGURES 

Telephone operating revenues, of large companies, in May, 
according to the Commission’s bureau of statistics, totaled $%- 
668,816, an increase over the corresponding month in 1928, of 
$8,340,775, or 9.5 per cent. Telephone operating expenses 
amounted to $64,331,559, an increase over May, 1928, of $6, 
687,017, or 11.6 per cent. The net telephone operating revenue 
was $31,337,257, an increase of $1,653,758, or 5.6 per cent ovél 
May, 1928. The operating income amounted to $23,192,871 4 
compared with $21,216,842, an increase of $976,029, or 4.4 Pt 
cent in May, 1928. 

For the five months ended with May, the operating 
enue was $466,954,583, an increase of $44,207,937 over the cor 
responding period in 1928, an increase of 10.5 per cent. ‘ 
operating expense was $310,751,996, an increase of $34,0125°° 
or 12.3 per cent. The net operating revenue was $156,202,5 -" 
an increase of $10,195,339, or 7 per cent. The operating incom 
was $115,484,529, an increase of $8,494,307, or 7.9 per cent. 
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AN ABSTRACT 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 


The Interstate Commerce 
Commission 
by carriers, subject to 


the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 


The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 


You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 


Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, ILL. 
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MCBEE RATE Desk 


Built for Railroad and 
Commercial TRAFFIC 


DEPARTMENTS 


VERTICAL-FLAT 
FILING CASES 


OMBINING the 
best in Flat Filing 
and Vertical Filing. 


Contents lie flat when 
drawer is closed and 
assume a vertical posi- 
tion when it’s open .. . 
insuring maximum 
protection and ready 
reference. 


Formations of single- 
unit drawers can 
utilize any floor space 
ordinarily wasted 


PECIALIZED work 

demands specialized 
equipment, and that is 
why a constantly increas- 
ing number of Traffic 
Departments is standard- 
izing on McBee Rate 
Desks. 


For these desks are made 
expressly for Traffic De- 


partment work. 


3y combining desk and 
filing facilities, they keep 
records close at hand, 
making information in- 
stantly and conveniently 
available. Frequent trips 
between desk and file 
are eliminated. 


Too, their double-use 
utilizes the floor space 
ordinarily wasted. Fur- 
nished in either double 
or single desks. 


Write for Literature, Specifications, Prices 


The MEBEE BINDER CO. 


502 Madison-LaSalle Building 
CHICAGO, ILLINOIS 
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is at tts best 


Let us help you now to plan a glorious 
vacation trip West, blazing new travel 
trails for you in regions rich in romance 
and famed for their hospitality. 


Chicago & North Western offers thru 
service to more scenic vacation play- 
grounds than any other Western railroad. 














All These to Choose From 
Black Hills of South Dakota 


Wisconsin, Minnesota 
Upper Michigan 
Colorado, Wyoming 
California 
Yellowstone-Grand Teton— 
Zion-Bryce-Grand Canyon 
— Jasper National Parks 
Pacific Northwest and Alaska 

















Low Summer Fares 


and liberal stopover privileges in effect to Oct. 31 









Ask about escorted all-expense tours 







For full information and illustrated 
booklets, write 


Cc. A. CAIRNS 
Passenger Traffic Manager 
400 W. Madison St. 
Chicago, III. 
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TRAFFIC AND FARM DISTRIBUTION 


Editor, The Traffic World: 
Again we note the purpose 4@ organize the rea] dirt fa 
into selling and distributing organizations that are supposed od 
enrich the producer at no expense to the consumer. 7 

A careful study of the personnel of the two recently form 
organizations shows that men fully qualified to understand om 
problems of the farmer have been selected as leaders jn aon 
organizations, and yet there appears to be room for a compet 7 
traffic man as one of the executives. - 

It may be possible that we are mistaken; it may be that 
some of these men have a thorough understanding of transpor. 
tation problems, and are “hiding their light under a bushe)” 
We hope we are mistaken, because, if there is one execltive 
that a distributing organization needs, it is a traffic man qual- 
ified not only to act as a safeguard against losses, overcharges 
etc., but one who, in the parlance of the day, “knows his onions” 
in handling the many traffic problems incidental to an orgap. 
ization of this kind. 

We would be pleased to see an organization formed that 
would have as one of its principal executive departments q 
traffic bureau that would have at its fingers’ ends a compre- 
hensive plan for the distribution of all products, with transi 
and other privileges arranged at strategical points, producing 
the most stable marketing arrangements, and thereby elim. 
inating the dangers of dumping, producing greater revenue for 
the producer, and without any additional cost to the consumer. 

This department should not be a mere figurehead, but ap 
actual functioning power capable of presenting its issues prop- 
erly before the Commission and the proper policing of its 
interests. 

It should be conducted on a “live and let live” policy, and 
show actual co-operation between the producer, consumer, and 
the carriers. With such a traffic organization it should be easy 
to sell co-operation to the farmer; there would be something 
definite to offer. 

A plan comprehensive enough to cover all branches of 
agriculture should be built up on a safe and sane distribution 
scheme based, not on theoretical selling achievement, but on 
a thorough understanding of the law -of supply and demand 
and a practical application of the incidental transportation 
problems. 

We are in favpr of 100 per cent co-operation only, and we 
trust that, in the formation of these organizations, the traffic 
man and his value will not be overlooked. 

St. Paul, Minn., August 8, 1929. 


CONFLICTING RATE AND ROUTE 


Editor The Traffic World: 

The Commission’s decision in 20951, St. Louis Cooperage 
Company vs. B. & O. et al., reported in 155 I. C. C., at pagel 
(Traffic World, May 18, 1929, p. 1201), should be of interest 
to traffic men who are constantly handling with the carriers 
claims for overcharges in freight, where the extra charges paid 
have been predicated on a conflicting rate and route in the bill 
of lading, both inserted by the shipper. 

In its decision, the Commission appears to give a narrow 
refinement to a principle which had previously been recognized 
as one of broader coverage. Commissioner Porter, who writes 
a dissenting opinion, says: “The majority, on the issue of mis 
routing, are clearly in error.” A review of the cases and the 
principles enunciated in those cases, which have heretofore 
been regarded as the law on the point, would seem to place 
Commissioner Porter’s remark in fairly good light. 

In 20951, shipments were delivered to the Manufacturers 
Railway, a switching line, which signed bills of lading for the 
Southern Railway, containing shipper’s instructions to forward 
over the Southern Railway, the originating line-haul carrier, t 
Fairfield, Ill., and over the B. & O. beyond. A rate of 20 cents 
was inserted in the bills of lading by the shipper. At destina- 
tion freight charges were assessed at a combination rate of 345 
cents. A rate of 20 cents was applicable between the points 2 
question but specific routing restrictions in connection with this 
rate did not provide any route in connection ‘with the Southern 
Railway, the originating carrier. Contemporaneously, a com 
modity rate of 14 cents applied over the Southern Railway to 
Mt. Carmel, Ill., and Big Four beyond. The complainant charged 
misrouting on the authority of Republic vs. M. K. T., 77 I ©. ¢. 
383, wherein it was held that when both rate and route alt 
inserted in a Dill of lading by the shipper and they do m0 
coincide, it is the duty of the initial carrier’s agent, before for- 
warding the shipment, to inquire of the shipper which he desires 
to govern. 

Following this, the Commission enunicates what appears to 
be a somewhat novel rule. Referring to the principle of t* 
Republic of France case in 77, it says: “This principle, howevé 
applies only when the rate entered in the bill of lading applies 
over some route in connection with the originating ~~ 
citing McLean Lumber Co. vs. L. & N. R. R, 22 I. C. C. # 

The McLean case contains language ample to sustain this 


J. Jos. Brown. 
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Fast Freight Service: Mexico 





Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


Mexico City - - 23 hours 

Pachuca- - - - 23 hours 

Puebla - - - - 20 hours 
From Tampico to: 

Mexico City - - 47 hours 

Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 


total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


F. P. De Hoyos, Gen. Agent 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 





Statistics— 


F. N. Puente, Gen. Agt. 
441 Monadnock Bidg. 414 Whitney Bank Bidg. 
San Francisco, Calif 


For complete information, communicate with 


G. B. Aleman, Gen. Agent 
—— . Exch. Bldg. 
:. is, Mo. 


Marquett i 
Chicago, Ill. oa 


1515 Penn Building 
New York City 


A. Horcasitas, Com. Agt. 


New Orleans, La. 
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Their Importance 


Not only in general research but also in forecast- 
ing operating or other results, accurate statistics are 
indispensable. They indicate the current trend, the 
future trend, and what the trend has been in the 
past. They are the barometer of business of all 
kinds—they are the “signs of the times.” To the 
business executive, the business lawyer, sales man- 
ager, and traffic manager, statistics are what the 
compass and sextant are to the navigator. They 
help to steer correctly. The elaborate 1930 census 
now planned by the government indicates the ever- 
increasing demand for statistics. Little, if any, im- 
portant business can be conducted without knowing 
the statistical trends. 










Whether they relate to production, transportation 
(domestic or foreign), distribution, consumption, 
or anything else—if they are available to the public 
at all—we can promptly supply your needs. We 
will carefully prepare statements for any particular 
work; we will also regularly report statistics affect- 
ing your business as they are periodically collected. 
Ask us for particulars. We are— 


“At Your Service” 


The Traffic Service Corporation 
Mills Bldg. Washington, D. C. 
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Labor 
ciency 
e 

reduces 
PropuctTion Costs 








UNGALOWS surrounded by 
flower gardens, the homes 

of industrial workers; a climate mE 
which knows no extremes, summer or winter; pub- 
lic schools ranking with the nation’s best; the great 
playground of Scenic California for over-Sunday or 
holiday excursions; freedom from industrial strife— 
these are basic reasons for the low labor turnover and 
high labor efficiency characteristic of the Oakland 
industrial area. 
The geographical location of Oakland, on the con- 
tinental side of the great harbor of San Francisco 
Bay, withits converging railroad and steamship lines 
make it the dominant and logical manufacturing 
and distributing point for the eleven western states 
and the export markets of the Pacific Basin. Alarge 
number of nationally-known industries have dem- 
onstrated the many superior advantages enjoyed 
here and have contributed their experiences in ‘‘We 
Selected Oakland,’’ which will be mailed upon re- 
quest to any interested business executive. 
Any manufacturer thinking of establishing either a 
distributing or manufacturing branch on the Pacific 
Coast is invited to write for a detailed survey of the 
manner in which the Oakland industrial area will 
best serve hisrequirements. All correspondence will 
be treated with the strictest confidence. 


Write 
INDUSTRIAL DEPARTMENT 
Oakland Chamber of Commerce 
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view. Yet Commissioner Porter, in his dissent, contends th, 
this view, as expressed in the McLean case, has been disregards 
by the Commission in the decision of at least three later — 
A very strong case in line with his contention is the Union 
Saw Mill case, 40 I. C. C., at page 661, in which the Commissio, 
found that the conflict between routing instructions ang the 
rate named in the bill of lading made it the duty of the initia 
carrier to obtain full and definite instructions from the ¢, 
signor, and its failure to perform this duty rendered it liable to 
complainant for the additional charges resulting from the mis 
routing. Referring to this and others cited, Commissioner Porter 
points out: “In none of these cases was it possible for the 
initial carrier to ‘forward the shipment over a route vig Which 
the rate entered in the bill of lading was lawfully applicabje”» 
He concludes with the statement: “In the light of these Cases 
the law appears to be that the fact of the inconsistency between 
the rate and route inserted in the bill of lading by the shipper 
in itself places the agent of the initial carrier under the duty of 
obtaining full and definite instructions from the shipper, ang 
that if this duty is not performed, the fnitial carrier igs required 
to protect the rate in effect over the cheapest route affording jt 
a line haul.” 

This last statement is not an unreasonable construction to 
be placed on the cases previously decided. From the stanq. 
poinnt of protection to the shipper it is no doubt a very reagop. 
able rule of law. 

The majority opinion, therefore, will be well to bear ip 
mind in considering these problems as they confront the traffic 
man in future instances. 


New York, N. Y., August 3, 1929 James F, Kelly, 


CAUSE OF WHEAT PRICE DROP 


The Trafic World Washington Burea 


The drop in wheat prices this week has again brought to 
the Federal Farm Board many telegraphic appeals for help to 
relieve the situation. The board is urged to buy up the so. 
called “surplus” wheat and store it in any available place. The 
suggestion has even been made that the board obtain ships, 
load the wheat into the ships, and take them out into the ocean 
and anchor them until market conditions improve. In discuss 
ing the situation for publication the board said: 


A meeting of the grain marketing cooperatives of America, rep- 
resenting more than 40 per cent of all the wheat and other grains 
grown in the United States, attended by the board in Chicago, on 
July 26 and 27, was unanimous in the opinion that the proper method 
for handling the wheat situation was to perfect a permanent grain 
marketing corporation which could fully function all the time in all 
the problems which affected grain marketing by farmers. This opinion 
was concurred in by the president of the American Farm Bureau 
Federation; the National Grange; the National Farmers’ Union; 
and the National Equity Union. 

The cooperatives realize that there is a prospective world shortage 
of wheat this season and that, including crop and carry-over, 4)- 
parently there will be no burdensome surplus of wheat. , 

The immediate distress in the wheat situation is due to hurried 
and, to some extent at least, unnecessary marketing of wheat by farm- 
ers. If farmers can be induced to hold back their shipments past 
the congestion period the effect of stabilization will be accomplished 
and farmers generally will benefit by the slower marketing movement. 

The committee of sixteen, appointed at the Chicago conference, 
is proceeding with plans for the formation of the Farmers’ National 
Grain Corporation. This corporation, when formed, can act in all 
grain marketing emergencies. In the meantime, and until the cor 
poration is set up and can function, the board hopes that wheat farn- 
ers will observe an orderly marketing program, and will also get be- 
hind the committee of sixteen to the degree that the organization 
of the Farmers’ National Grain Corporation may be perfected at the 
earliest possible time. The board also hopes that all local financial 
institutions will help the farmer to carry out this program. 


CONDITION OF EQUIPMENT 
Class I railroads on July 15 had 145,411 freight cars in need 
of repair, or 6.5 per cent of the number on line, according to 
reports filed by the carriers with the car service division of the 
American Railway Association. 


This was an increase of 3,347 cars above the number fe 


ported on July 1, at which time there were 142,064, or 
per cent. 


Freight cars in need of heavy repairs on July 15 totaled , 


100,354, or 4.5 per cent, a decrease of 233 compared with July 1 
while freight cars in need of light repairs totaled 45,057, 0 
per cent, an increase of 3,580 compared with July 1. F 

Class I railroads on July 15 had 8,225 locomotives in n¢ 
of repair, or 14.3 per cent of the number on line. This was al 
increase of 772 compared with the number in need of repalr 
on July 1, at which time there were 7,453, or 13 per cent, . 
lowest number in need of repairs ever reported by the railroads. 

Locomotives in need of classified repairs on July 15 tota , 
4,426, or 7.7 per cent, an increase of 274 compared with ran 
while 3,799, or 6.6 per cent, were in need of running repairs, * 
increase of 498 compared with July 1. - 

Class I railroads on July 15 had 5,414 serviceable loco 
tives in storage compared with 5,411 on July 1. 
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Ship by Water 


VIA 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


NEW YORK, BALTIMORE, NORFOLK 
FAST FREIGHT SERVICE 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


3 Bridge Street, New York, Telephones: Whitehall 10398-9 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Oliver Bldg. Law Bldg. 


And at our Branch Offices at ports of call, etc. 


Ship to Mexico 


By Steamer 


FAST WEEKLY SERVICE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York anp Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 
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TRANSMARINE LINES 


Direct Service 
LOS ANGELES (Wilmington—Berth 188) 
SAN FRANCISCO (Pier 39) 
OAKLAND (Grove Street Pier) 


From Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Pennsylvania Railroad 
Central Railroad of New Jersey 


Lehigh Valley Railroad Steamer 


SUNEWARKCO 


SURICHCO 
AND ALTERNATE WEDNESDAYS THEREAFTER 


Gulf-Intercoastal 


om 
MOBILE, ALA. (citkcate Beate Docks) Steamer 
SUNELSECO 


TRANSMARINE LINES 


Port Newark Terminal General Offices: ; 
Teleshone Mulberry 4200 5 Nassau St., New York City 


Telephone Rector 0020 
Agencies: Buffalo, Chicago, Los Angeles, Mobile, 
Oakland, Pittsburgh, San Francisco, Seattle 


In the 


Market 
Early 


iTimely arrival of your goods to and 

from the Orient wins satisfied cus- 

tomers. Your shipments get there in 
express time if you route them over 
the American Mail Line. There’s a 
‘President Liner’’ sails from Seattle 
every other Saturday. Arrivals from 
the Orient every alternate Monday. 
Through bills of lading issued to all 
Oriental ports. 


For shipments to and from Shanghai, 
Amoy, HongKong, .Philippine Islands 
six express “Cargo Liners” maintain 
regular, dependable service. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New _ 
W.G.ROCHE, Inc., Gen. Agt. R.W.Bruce, Gen. Agt. 
1714 Dime Bank Bidg. - 110 So. Dearborn St. 
it Mich. Chicago, Ill. 
BATES, General Freight Agent 
1519 Reincas Avenue South, Seattle, W. 


76.0ffices in 22 countries at your service 


American Mail Line 
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Profits in the 
Shipping Room! 























Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 















Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 
































Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, wire 
tying machines, all forms of nailed strapping, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 





Happy in the thought 
that their shipments 
are made care 


COTTON 
CONCENTRATION 
COMPANY 


With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
prompt deliveries at a mo- 
ment’s notice. 

















COTTON CONCENTRATION COMPANY 


The Home of Satisfied Shippers 


GALVESTON, TEXAS 


GEO. SEALY, J. GARRISON, 
President V. P. & G. M. 
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Digest of New Complaints 


No. 22384. Sub. No. 2. Perrine Armstrong Co., Fort Wayne Ind, 
Pennsylvania et al. ———— 
Unjust and unreasonable rate on lumber, Flora, Ind., to Bas 
O., due to alleged misrouting. Asks for reparation. ' 
No. 22399. Sub. No. 2. Cascade Timber Co., Tacoma, Wash., ys, 
cago, Milwaukee, St. Paul & Pacific et al. - 
Unreasonable rates on poles, piling and split poles, 


Cleary and other points in Washington to points in from Me 


Californ 





—— and New Mexico. Asks for reasonable rates ang 
aration. 
No. 22401. Sub. 2. Tri-State Traffic Co., Knoxville, Tenn., ys Nor 


folk Southern et al. 
Unreasonable rates on potatoes from points in the Caroli 
and Virginia to destinations in Tennessee, Alabama, Georgia, | 





— and Kentucky. Ask for reasonable rates ang Teparg 
on. 
No. 22401. Sub. No. 3. Tri-State Traffic Co., Knoxville, Tenn, 1 


Seaboard Air Line et al. 
Unreasonable rates on vegetables from points 
destinations in Alabama, Georgia, the Carolinas, 
Kentucky. Asks for just and reasonable rates and reparation, 
No. 22444. Sub. No. 1. Northern Potato Traffic Association Minn 
apolis, Minn., vs. Burlington et al. : 
Unreasonable and unjustly discriminatory rates on tato 
from points in Minnesota and North Dakota to Kansas ity . 
other Missouri River points. Asks for reasonable and non-¢j 
criminatory rates. 
No. 22454, Moore Dry Kiln Co., Jacksonville, Fla., vs. Seaboard 4j 
Line et al. 

Unreasonable rates on dry kiln material from Jacksonville 
Monroe and Clarks, La. Asks for reparation. 

No. 22455. In the Matter of Reciprocity _in Purchasing and Routip 
No. “o" National Fire Proofing Co., Pittsburgh, Pa., vs. A. ¢ [ 
et al. 

Unreasonable and unjustly discriminatory rates on hollow buj 
ing tile, Waynesburg Magnolia and East Palestine, 0O., to Pit 
burgh, Pa., and eastern destinations groups. Asks for just an 
reasonable rates and reparation. 

No. —o ees Butte Lumber Co., Anoka, Neb., et al. vs, Sant 

e et al. 

Unreasonable and unduly prejudicial rates on coal, from point 
in Colorado, New Mexico and Wyoming to destinations in Ne 
sn and South Dakota. Ask for reasonable rates and re 
aration. 

No. 22475. United States Graphite Co., Saginaw, Mich., vs. Eigi 
Joliet & Eastern et al. 

Unreasonable and unduly prejudicial rates on petroleum lub 
cating oil, from East Chicago and Whiting, Ind., to Sagin 
Mich. Ask for reasonable rates and reparation. 

No. 22477. Memphis Freight Bureau, for Standard Rice Co, 
Memphis, Tenn., vs. St. Louis Southwestern. 

Unreasonable rates on rough rice, from points in Arkansas t 
Memphis. Ask for reasonable rates and reparation. 

No. 22478 Mason City Brick and Tile Co., Mason City, Ia., vs § 
Paul et al. 

Unreasonable rate on hollow building tile, from Mason City t 

Biloxi, Miss. Ask for reparation. 


No. 22479. Moore Dry Kiln Co., Jacksonville, Fla., vs. A. C. L, et 
Unreasonable ratings and rates in southern classification 0 
dry kiln truck rollers and wheels. Asks for reasonable rating 


in Florida ¢ 
Virginia 













and rates. 
No, Ye Consolidated Cement Corporation, Chicago, vs. Santa fi 
et al. 
Unreasonable, unduly prejudicial and unjustly discriminate 


rates on portland cement, from Mildred and Fredonia, Kans, t 
points in Texas. Asks for reparation. 


No. — Old Ben Coal Corporation, Chicago, IIl., vs. Illinois Cent 
et al. 
Unreasonable rates and switching charges on coal, from Ma 
sonville, Ky., to Spring Valley, Ill. Asks for a reasonable mi 
and reparation. 


No. 22482. Old Ben Coal Corporation et al. vs. L. & N. et al. 
Unreasonable rate on coal, from Low, Ky., to Aurora, Ill. Asi 
for a just and reasonable rate and reparation. 
No. 22483. Southern Pole and Lumber Co., Duluth, Minn., vs. Minn 
apolis, Red Lake & Manitoba et al. 
Unreasonable rates on lumber, from points in Minnesota ! 
various destinations in the United States. Asks for reparation 


No. 22484. Louis Maull Co., St. Louis, Mo., vs. C. R. I. & P. etal 
Unreasonable rate on vinegar, Chicago to St. Louis. Asks ! 
reparation. ; 
No. F ge + ar Steel Products Co., Chicago, vs. Indiana Harm 
elt et al. 
Unreasonable rates and charges on wire, from Chicago, Il, 
Monck’s Corner, S. C. Asks for reparation. ' 
No. 22486. Atlanta Paper Co., Atlanta, Ga., vs. Boston & Maine ¢ 
Unreasonable rate on paper cups, from Worcester, Mass., 
Atlanta, Ga. Ask for reparation. ; 
No. 22487. William W. Wheelock and William C. Bierd, receiv 
C. & A. et al. va. A. C. ¥. ot al. oduct 
Unreasonable divisions out of rates on grain and grain prow 
from points west of the Mississippi River via Peo 
Pekin, Ill, to destinations in the eastern states. Ask for 
sonable divisions. city 
No. 22488. International Paper Co., Corinth and New York ’ 
A. G. S. et al. ~ 
Unreasonable and unjustly discriminatory rates on lignin a 
and lignin pitch from Corinth to territory east of the “n - 
and between Minneapolis, Minn., on the north and Memphis, , 
on the south. Asks for reasonable and non-discriminatory nt 
No. 22489. Continestal Paper and Bag Corporation, New ¥ 
vs. A. G. S. et al. a0 
Unreasonable and unjustly discriminatory rates on lignon ™, 
in tank cars and barrels, from York Haven, and Palmertot, 
to points in New England, trunk line, central, Illinois 
and western trunk line territories, and points in Vir word 
tucky, Tennessee and parts of North and South Carolina, v4 
a and Mississippi. Asks for reasonable rates 
aration. 
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ains af Learn to Speak Convincingly 


—for greater success in business 


Wayne, Ind, 

I , Learn to speak ———— convincingly—to address audiences of business men with poise and self possession. A costly 
» Ind., to Bascon mistake to spen practically all your time acquiring ideas—and neglect the all-important art of expressing those ideas 
Aon. forcibly and with conviction. Learn to organize your thoughts—capture the interest of your listeners—drive home the 
» Wash., vs, cy arguments that win. 

poles, f * 7 e,e 
nts in’ Calm Train at Home—Be Ready for Bigger Opportunities 
© rates and re, 


| Why sit sphinx-like while other men—with less knowledge, less ability than you—are springing to their feet and presenting their ideas in a way that imme- 
Tenn B diately inspires confidence, fits them in the minds of listeners for positions of responsibility and power? At home, with LaSalle’s help you can _ 
+» V8, Nop develop your ability as a public speaker. “(Have made wonderful progress in 5 ing to assemblies of salesmen’”—‘“Your course has he iped me _ bey 





re’—“Gave me power I never possessed before or dreamed of possessing’’—these are but a few of the tributes paid to LaSalle training in Effective 


in the Carolin Pablic Speaking by those who have experienced its benefits. Low cost; easy terms. 


ima, Geo 


ates and “ . . . 7 k, ‘ ” . 
: Tepara 5 ond for Free Book Cuapite details in an attractive 32-page book, “The Power That Brought Success,” sent you free upon request. Ask for it 
xville, Tenn, y 


LaSalle Extension University, Dept. 895-ES ‘ CHICAGO 





ts in Florida 4 
as, Virginia 
nd reparation, 
sociation, Minn 


se ce ee PANAMA MAIL S. S.CO. 


a win . Fast Freight and Passenger Service 

» cee : Regular Fortnightly Sailings Direct to 
Wg: a _aaaey CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
Pa., vs. A. ¢, ff — p . wae CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 


om bellow ta i ee ; CHAMPERICO and MAZATLAN 
sks for just a ean REE * e With transshipment service via Cristobal to Punta Arenas, 
et al. vs. Sant veaeane aaa rT ER Re San Juan del Sur, Amapala, La Union, San Jose de Guate- 


mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York ... . August 22 
spteosonatel ons accepted both West and Eastbound, from New York 
a 


coal, from point 
stinations in N 
> rates and re 


Mich., vs. Eig FIREPROOF WAREHOUSES ON TRACK Se ee ee ee es Sw 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
petroleum lut leal and pool car shipments. Insurance rates 15 cents. Loans ne- 140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
ind., to Sagina gtiated. Office rentals. The Weicker Transfer & Storage Company 10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 
d Rice Co,, In 


City, Ia., vs. 8 e » 
-«-f KForeign Freight 
ne oe 

= Forwarders 

gy Established 1884 
“eC. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S. A. 


coal, from Mad 
. reasonable rat 


Xirora, in Boston Office: A) 

Minn., vs. Minn 92 State Street WIL 

in Minnesot CLOSE THIS DOOR TO YOU? 

Leped It will soon be closed to all but qualified men. 
me Enter the door by training with the “tools” of ‘the 

-tnaiao Ml LOS ANGELES and SAN FRANCISCO ‘onde. depres: 


1 Chicago, Il, ! TRAFFIC SPECIALIZATION 


on & Maine et CALIFORNIA (for men of ordinary training and experience) 


cester, Mass. . . TRAFFIC LAW AND COMMISSION PRACTICE 
Modern Fireproof Warehouse Space in (for men of broad traffic experience) 


Bierd, receiv Los Angeles and San Francisco 
a Free and U.S. Customs Bonded Storage \\ ADVANCED 
‘a Peoria, andl Insurance rate as low as 16.2c CQ fi Hit 


. = Storage — Forwarding — Distribution — Cartage cA Single Subject Well Taught! 


w York Cith Space leased fer Private Warehouse, Office and Display Enroll now for fall classes. Mail training always available. 
s on lignin lig Desk Space with Desk and Office Service Rented — — — — Write, phone or call for information =— — — — 
of the eee ¥ecan serve you in some capacity in Los Angeles or San Francisco COLLEGE OF ADVANCED TRAFFIC, Dept. 14, 
i Memphis, 7 and would suggest that you complete your file by requesting 608-18 South Dearborn, CHICAGO, ILL. Harrison 8649 
riminatory the rates for our specialized service. 
New York UNI Please send me full particulars on following: | 
son lignon lig ON TERMINAL WAREHOUSE GOMPANY 
i ee frei 731 Terminal Street Los Angeles, California 


in Virgi San Francisco Office, 9 Main Street 
Carolina, 


> rates 


eorel 


and 7 
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NEV ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES »ofigervitte 













Chicage’s and Kaneas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 


2000 Carload POOL CAR DISTRIBUTION 





















RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
25c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 










A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Illinois ports. 


ILLINOIS 
peat, 


WAREHOUSES 





Do You Know ==«-- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 


ROCHESTER, N. Y. 







GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the City of Rochester 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 
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No. 22490. Philadelphia Quartz Co., Philadelphia, Pa., ys c 
et al. "UGH 


Unreasonable rates on soda ash and caustic soda D 
Mich., to Kansas City, Mo. Asks for reasonable rates’ detroit: 
the complaint be held in suspense pending decision jn pad thar 

Gamble Manufacturing Co. vs. Santa Fe et al., No. 21559 Octer & 
No. 22491. National Publishers’ Association, Inc., New York Qj, 
Santa Fe et al. ty, yy 
Against L. C. L. rating of first and C. L. of third clagg 
minimum of 24,000 pounds on periodicals between points | On g 
United States. Asks for reasonable ratings and rates MD the 
No. 22493. Houston Belt and Terminal Ry. Co., ’ 
Texas and New Orleans. 
Unreasonable rules, regulations and practices in respect 
service and interchange of cars at Houston, Tex. Asks OD cas 
sonable rules and practices and reparation of $50,000, OF Tea. 


Houston, Tex, ye 





FIRST HALF JULY CANAL TRANSITs 


In the first fifteen days of July, according to the Panam 
Canal Record, 260 commercial vessels and four small launches 
transited the canal. Tolls of the commercial vessels aggregated 
$1,108,580.48 and on the launches $12. : 

The daily average of transits of commercial vessels Was 
17.38 and the average tolls collection $73,905.36, as compare 
with 16.60 transits and $70,394.21 in tolls for the first 15 days 
of the previous month. The average amount of tolls paiq by 
each of the commercial transits was $4,263.77, as compared with 
$4,240.62 for the first 15 days of June. 


NUMBER OF RAIL EMPLOYES 


Class I railroads reported a total of 1,714,389 employes 4; 
of the middle of May, 1929, according to the compilations maj 
from carrier reports made by the bureau of statistics of th 
Commission. The total compensation was $250,745,324. 

Compared with the returns for the corresponding month of 
last year, the summary for the month of May, 1929, shows a 
increase of 0.27 per cent in the number of employes. The tot! 
compensation shows an increase of 3.24 per cent. 


CHANGE IN RECONSIGNMENT RULE 5 


Members of the National Industrial Traffic League ap 
asked, in the League’s circular N. 1145, to check over thei 
records for two or three years to discover instances “where 
consignment rule No. 5 has caused them inconvenience ani 
excessive charges as compared with the charges that woul 
have been assessed under the League’s proposed rule.” This 
information, the circular requests, is to be sent to H. D. Rhode 
house, chairman of the League’s diversion and reconsignment 
committee, for presentation before a hearing of the Nation 
Diversion and Reconsignment Committee, to be held in (hi 
cago, August 13. 

The League’s efforts to have Rule 5 changed so as to per 
mit unlimited changes in destination on reconsigned shipments, 
on payment of reconsignment charges for each change, date 
back to 1926. According to the circular, the carriers’ comuit 
tee is “very much opposed to making the change requested 
and, in fact, are not willing to make any compromise.” The 
committee has, however, agreed to docket the subject on tle 
date mentioned, and the League is desirous of making a cr 
plete presentation of its position in the matter at that tim 

















CARE OF CAR SEAL STOCKS 


In circular No. 1146, the National Industrial. Traffic League 
transmits to its members a communication from E. A. Jatt 
chairman of its freight claims and claim prevention commillt, 
asking the co-operation of League members in the reduction 0 
thefts from freight by exercising care in the keeping of stor 
of unused car seals. Mr. Jack’s letter points out that a broket 
car seal often assists members of carrier police forces in 
termining the territory in which the theft occurs—an advil 
tage that disappears entirely when the breaker of the seal! 
in possession of unused seals to substitute for those destroyed 


COMMISSION PRACTITIONERS 


The Commission, August 7, made public the following list 
of additional names of those admitted to practice before tt: 

William J. Mathey, New York, N. Y.; E. W. Hollingswort 
San Francisco, Calif.; C. I. Moors, Houston, Tex.; W. H. oom 
Dallas, Tex.; August G. Gutheim, Washington, D. C.; Henly” 
Boyd, Norfolk, Va.; Edgar Lee Greever, Tazewell, Virgil 
W. H. Stakelum, New Orleans, La.; Fenimore Chatterton, (i 
enne, Wyoming; J. M. Elder, San Antonio, Tex.; M. C. Youl 
St. Louis, Mo.; James B. Kerr, Portland, Ore.; E. ©: ~ 
Houston, Tex.; Frederick P. Hier, Jr., New York, N. ¥. ma 
Evans, Ft. Worth, Tex.; Edgard H. Berg, St. Paul, Mint.; ~ 
Lacroix, Evansville, Ind.; Geo. M. Stephen, Chicago, IIL; “y 
R. Allen, Philadelphia, Pa.; George W. Snell, Troy, New Yo “és 

A clerical error, in the transcription from the official em 
of the Commission to the list given to the press for — 
of the names of those admitted to practice before the r 
mission, caused the name of J. H. Wilharm, traffic mane se 
the Diamond Alkali Co., Pittsburgh, Pa., to appear in the T 
World, July 27, p. 240, as J. H. Williams. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


YOUR ANNOUNCEMENT| EDWARD A. HAID PAYSOFF TINKOFF 
in this directory for 52 consecutive Especial attention to rate and railroad] CERTIFIED PUBLIC ACCOUNTANT (ILL.) 

issues will cost less than first class matters generally. SPECIALIZING 

postage to mail a single communi- 1704-6 Boatmen’s Bank Bldg. INTERSTATE COMMERCE CLAIMS 


cation to each one of our readers. St. Louis, Mo. FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


JOS. C. COLQUITT 
ATTORNEY AT LAW 
Freight Classification Matters 


James W. Casey | CARLE WHITEHEAD ALBERT L. VOGL 


WHITEHEAD & VOGL 
Attorneys at Law 
ifications—Claims THE INTERSTATE, COMMERCE COMMISSION Interstate Commerce and 
Rates—Services—Class 
Suite 1638—11 South La Salle St. we y+ > Departmental Practice 
Telephones Randolph 4202-03 Chicago, Illinois | 803-806 Patterson Denver, Colorado} 810 Eighteenth St.. WASHINGTON, D. C. 


H. D. DRISCOLL THOMAS M. WOODWARD |HARLEIGH H. HARTMAN 
ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 


Formerly Rate and Finance Examiner 
and Valuation Attorney for 
Interstate Commerce Commission 


610-614 Mills Building WASHINGTON, D. C. 


HENRY C. KEENE 


ATTORNEY AT LAW 
Fifteen Years With Interstate Commerce Cem- 
Attorneys at Law mission as Accountant, Atterney and Examiner 
Interstate Commerce and Federal Interstate Commerce Litigation a Specialty 


Union Trust — * SAneenent. D. C. Transportation Bldg., WASHINGTON, D. C. 


J. KK. MOORE MANGHUM, MANGHUM & SHANDS 
Attorney at Low Transportation Building, Washington, D. C. 
Rate Specialist State-Planters Building, Richmend, Va. 
Specializing in Commerce Practice Mason Manghum, formerly with Interstate Com- 
Cotton Exchange Building merce Commission and Virginia Commission. 
OKLAHOMA CITY, OKLA. 


H. E. Manghum, formerly Commerce Counsel, 
Board. 
THOMAS L. PHILIPS 


United States Shipping 
ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
sions, rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


Richard A. Zwemer 


ZWEMER AND CASEY 
Practice Before All Commissions and in All Courts 


F. J. WRIGHT and H. R. CONLEY, Rate Specialists |} Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner 
for the Interstate Commerce Commission. 


Transportation Building, WASHINGTON, D.C. 


502-3 Petroleum Buildin 
OKLAHOMA CITY, OKLA. 


Washington Office, 714 Transportation Bldg. 
C. R. HILLYER, 


Centinental Lllinois Building, Chicage, Illinois 


F. C. HILLYER, 


New Chamber of Commerce Bldg., Jacksonville, Fla. 
COMMERCE COUNSEL 


Formerly Attorney-Examiners of the Interstate 
Commerce Commission 


Moultrie Hitt Ben B. Cain, Jr. 
Clarence A. Miller G. Kibby Munson 


HITT, MILLER, CAIN & MUNSON 


Frank A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


Nineteenth Floor, Santa Fe Bldg., Dallas, Texas 


WARREN H. WAGNER 
ATTORNEY AT LAW 


Investment Building, Washington, D. C. 
Formerly Assistant Chief Examiner 


Interstate Commerce Commission 


JOHN ANDREW RONAN 


LAWYER AND COMMERCE ATTORNEY 
11 South La Salle Street, Chicago, Illinois 


Twenty Years’ Practical Experience in 
Transportation and Traffic Matters 


Telephone Randolph 0844 















DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 
CHARLES E. BELL BISHOP & BAHLER T. D. GEOGHEGAN 
Freight Rate Analyses Interstate Commerce and State, Commission < Matters Before State and Federal 
Preparation of Vote Complaints pe Commerce Attorney cut Commissions and Departments 
iin ~~ rien cali WASHINGTON, D. C. 


TRAFFIC ANALYST TRAPUIO MANAGERS COMMERCE SPECIALIST 
E. W. HOLLINGSWORTH 
ot yp ay TRANSPORTATION BUILDING 
Transportation Building Washingten, D. C. Oakland, Calif. San Francisco, Calif 











RATE CASE ACCOUNTANT 
Statistical and Cost Compilations 


Facilities and mass of material at hand enable 
us to furnish essential statistics in even minor 
cases at a price within the reach of any litigant. 


DANIEL D. CONTARSY, C. P. A. 
160 North La Salle St., Chicago, Illinois 
Telephone Central 0037 


YOUR ANNOUNCEMENT | You can reach Traffic World 


in this directory for 52 consecutive readers each week 
issues will cost less than first class Through the use of an advertise- 
postage to mail a single communi- ment in this space at the small 


cation to each one of our readers. expense of about one-fortieth of 
a cent per subscriber. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced teo late to show the change In 
this Docket will be noted elsewhere. 


August 15—Washington, D. C.—Examiner Eddy: 

Plnance No. 7711—Application of Western Maryland Railway Co. 
for authority to acquire control of the Chaffee Railroad Co. by 
purchase of capital stock, to lease the said railroad and to assume 
certain obligations. 

August 16—Washington, D. C.—Examiner Davis: 

Plaanes No. 7709—In re joint application of Mountain States Tele- 
phone & Telegraph Co. and the Miles City-Broadus Telephone Co. 
for the former company to acquire the properties of the latter 
company. 

Finance No. 7710—In re joint application of New York Telephone 
Co. and Our Own Telephone Co. for the former company to acquire 
the properties of the latter company. 

Finance No. 7715—In re joint application of New York Telephone 
Co. and the Catskill Mountain Telephone Co. for the former com- 
pany to acquire control of the latter company by purchase of 
capital stock. ° 

Finance No. 7725—In re application of Pacific Telephone & Telegraph 
Co. to acquire the telephone — of J. R. Fort, doing busi- 
ness as the Coast Telephone Co. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager or assistant, employed, 


position desired with commercial or industrial organization. Broad 
experience, rates, claims, informal complaints, 12 years’ railroad 
service, LaSalle trained, age 30. Address C. O. H. 230, care Traffic 
World, Chicago, Ill. 

BILLS OF LADING printed in a plant where men are familiar 
with traffic technicalities. Let us send you examples, together with 


samples of other Traffic Forms in a neat folder for your files. The 
Traffic Service Corporation, 418 S. Market St., Chicago. 


We Bind The Traffic World 


Te a | (Slee 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and ality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
for Sample Sheets 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 18 E. 26th St., New York 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Rai'road District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


MEMBERS A.W.A O.W.A 


TERMINAL 


BUILDS BETTER BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Finance No. 7730—In re joint application of Michigan Bell Tele 
Co. and Leelanau Mutual Telephone Co. for the former com 
to acquire the properties of the latter company. pany 


——_ 22—Ft. Smith, Ark.—Examiner Rogers: 

91—Tom Williams et al., a firm doing business under the trade 
name of Excelsior Coal Co., vs. Mid. Val. R. R. 

September 3—Roswell, New Mex.—Examiner Later: 
1005—Bond & Nohl Company vs. Santa Fe et al. 


September 4—Washington, D. C.—Examiner Glenn: 
6—Luckenbach Gulf Steamship Co., Inc., vs. Ill. Cent. R, R 


September 4—Washington, D. C.—Examiners Fuller and Peyser: 
17000, Part 4-A, Rate Structure Investigation—Rates on refined De- 
troleum products from, to and between points in Southwest, 
September 4—Boston, Mass.—Examiner Koebel: 
193—The Case Manufacturing Co. vs. N. Y. N. H. & H.R. R et al, 


September 4—Richmond, Va.—Examiner Macomber: 
170—Watkins-Cottrell Company, Inc., vs. B. & O. R. R. et al, 


September 4—Albuquerque, N. M.—Examiner Later: 
61—Acme Lumber Co. et al. vs. Santa Fe et al. 
September 4—St. Louis, Mo.—Examiner Mattson: 
I. S. No. 3330—Cottonseed Hull Fibre and Shavings from ang 
between points in Central territory. 


September 4—Houston, Tex.—Examiner Rogers: 
* 22493—-Houston Belt & Terminal Ry. vs. T. & N. O. R. R. 


September 5—Louisville, Ky.—Examiner McChord: 
21838—West Kentucky Coal Bureau vs. Ill. Cent. R. R. et al. 


September 5—Washington, D. C.—Examiner Glenn: 
17669 (Sub. No. 1)—Strauss & Adler, Inc., vs. N. Y. C. R. R. et al, 
17669 (Sub. No. 2)—Swift & Co. vs. Santa Fe et al. 
17669 (Sub. No. 3)—Armour & Co, et al. vs. Santa Fe et al. (fur. 
ther hearing to afford the carriers an opportunity to justify in 
whole or in part the service charges collected). 


September 5—Kalamazoo, Mich.—Examiner Brennan: 
22265—H. J. Lewis Company (Kalamazoo National Bank and Trust 
Company, receivers), vs. Mich. Cent. R. R. 
22413—Paper Makers Chemical Corp. vs. L. & N. R. R. et al. 


September 5—St. Louis, Mo.—Examiner Mattson: 
I. & S. No. 3324—Paper stock between St. Louis, Mo., and points 
in Illinois taking Alton and Wood River rates. 


September 5—Minneapolis, Minn.—Examiner Fleming: 
89—Iowa Paint Manufacturing Co. vs. M. & St. L. R. R. 
22363—Brown Grain Co. vs. C. M. St. P. & P. R. R. et al. 


September 5—Chicago, Ill.—Examiner Kettler: 
141—Danville Lumber Co. vs. C. & E. I. Ry. 


September 5—Cincinnati, O.—Examiner Olentine: 
22282—-The Busse Brick Co. vs. L. & N. R. RF. et al. 


September 6—Kalamazoo, Mich.—Examiner Brennan: 
20851 (and consolidated cases)—Mike Palmisano vs. B. & 0. R.R 
et al. (further hearing). 


September 6—St. Louis, Mo.—Examiner Mattson: 
1. & S. No. 3321 (and ist supplemental order)—Grain and grain 
products, C. L., transited at St. Louis, Mo., and reshipped to 
Central and Eastern points. 


September 6—Minneapolis, Minn.—Examiner Fleming: 
444—-Northern Potato Traffic Association vs. Santa Fe et al. 


September 6—Wichita Falls, Tex.—Examiner Weems: 
22415—Wichita Falls Chamber of Commerce on behalf of the Empire 
Paper Co. vs. C. & E. I. Ry. et al. 
September 6—Minneapolis, Minn.—Examiner Fleming: 
“— a ey ios 1)—Northern Potato Traffic Assn. vs. C. B. &@ 
» B. & al 


September 6—Roanoke, Va.—Examiner Macomber: 
22315—Liberty Lime & Stone Co., Inc., vs. A. & R. R. R. et al. 


September 6—Hartford, Conn.—Examiner Koebel: 
22294—-The City Coal Co. et al. vs. D. L. & W. R. R. et al. 


September 6—Chicago, Ill.—Examiner Kettler: 
Darling and Co. vs. A. C. L. R. R. et al. 
22441—J. F. Darmody Company vs. A. G. S. R. R. et al. 
September 7—Washington, D. C.—Examiner Glenn: ; 
1. & S. No. 3327—Re-icing Perishable Freight at Destination of 
Shipments. 


September 7—Cincinnati, O.—Examiner Olentine: 
22283—-American Aggregates Corporation vs. L. 


September 9—Chicago, Ill.—Examiner Kettler: 
17—Illinois Clay Products Co. vs. E. J. & E. Ry. et al. 


September 9—Ft. Wayne, Ind.—Examiner Paulson: 
; — Sub. No. 1)—Perrine-Armstrong Company vs. Erie R. R. 
et al. 
22320—Perrine-Armstrong Company vs. N. Y. C. R. R. 
September 9—Ft. Worth, Tex.—Examiner Weems: and 
1. & S. No. 3310—Brick and related articles from Fort Smith 
Perla, Ark., to points in the south. 
September 9—Cincinnati, O.—Examiner Olentine: 
e 10—The Procter & Gamble Co. vs. C. B. & Q.'R. R. et al. R 
22338—The Procter & Gamble Manufacturing Co. vs. B. & 0. B 
et al. 
September 9—Detroit, Mich.—Examiner Brennan: 
‘W. H. Edgar and Son vs. B. & O. R. R. et al. 
Portions of Fourth Section App. No. 1766, filed by Agent Emers 
= = sugar from New Orleans, La., to points in Indiana, hio 
chigan. 
22366—Maumee Feed & Fertilizer Co. vs. N. Y. C. R. R. et al. 


a 9—Denver, Colo.—Commissioner Porter and 
es: 
22161—City and County of Denver vs. C. B. & Q. R. R. 


& N. R. R. etal 





